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‘The Personal Touch Is Wereasary 
in Maintaining Friendly Public Relations 


“> HE present interest in fostering good relations 
es between the public utility and its public is excellent. 
’ Wherever such relations can be fostered on a sound 


successful the effort must be based upon a few funda- 
e mental facts. Otherwise the relations will fall like the 
house built upon the sand when the storm comes. The 
is manager ambitious to keep his property right with its 
_ patrons must have high ideals of the mission of the 
property to the community, must understand the in- 
- dividual and social characteristics of his patrons and 
must know how to convince his community that he and 
~ the utility which he administers are there to serve it 
first and make a profit second. In no other ways can 
__ he keep from getting in wrong, and once in he will find 
it hard to get out. A tough proposition? Yes, it takes 
a real man to solve it. But it can be solved. 
The public which supplies the patronage for an elec- 
_ tric railway is something individually personal, not a 
_ mass of humanity. These individuals, therefore, must 
_ be reached as such. They do, of course, think in groups 
and even then many think very little, but unless they 
‘are visualized as separate entities, “public relations” 
will not get very far, 

The manager must, therefore, be a “mixer,” using 
that overworked ‘word in its best sense of a friendly 
‘man. The public relations matter must begin at the 

j head, it is something that cannot be delegated. The 
manager personifies the railway to the patrons. They 
must like and respect him or he cannot properly serve 

ig them. ‘ Good public relations cannot be made by ma- 
chinery, no matter how ingeniously devised, for ma- 

. chinery has no heart. 


~~ 
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_ Service Must Come Ahead of Profits 
" in Promoting Good Public Relations 


BVIOUSLY, then, good public relations are friendly 

relations, but they must be based on what really 
\ interests the people—good service. No amount of 

_ handshaking and captivating talk will take the place 

, A of_it. Better keep mum and in the background until 
_ the service is as good as it can be made. When good 
_ service is being supplied it-is worth talking about. In 
y¥" "doing this some simple rules can be followed, although, 
‘people being as they are, no complete technique of good 
blic relations will -ever be oe The following 
appear to be sound: 
Let the manager put service ahead of- weenie in his 
ind as.well.as in his words. Profit will.follow. 
Let the manager and his entire staff be..as. integral 
part of the community socially as their .service is 
n intimate part of its life. ; 
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basis, no effort to develop them is wasted. But to be 
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Let the manager mellow his intelligence in putting a 
message across with sympathy for the public’ point of 
view, without necessarily saying or feeling that the 
public is always right. 

Let the aim be to reach the public as individuals, 
man to man, utilizing so far as possible the natural 
channels of leadership through which the general run 
of people are accustomed to receiving their impressions. 

Many companies have men who are vested with the 
particular task of promoting good public relations. 
Where do they come in if this is a kind of work which 
cannot be delegated by the management? When a com- 
pany can afford a specialist along these lines, well and 
good. But he must do his work as an auxiliary and 
not as the principal representative of the company be- 
fore the public. Otherwise he would put the manage- 
ment in the shade as far as the public is concerned, 
and render it in effect and to this extent supernumerary. 
There is plenty of study and planning for a specialist 
where the manager has the right idea on this subject. 


A Place for College Men in 
the Transportation Department 


HERE is no great difficulty to interest young engi- 
neers coming out of college in a job in the power 
house of an electric railway. The power house seems 
to appeal to the training these men have had in a way 
that no other place in the organization does. Some 
can be interested in jobs in the mechanical and way 
and structures departments. But practically none seem 
to visualize, any opportunity in the transportation: de- 
partment. They are willing and happy to don overalls 
and get into the grease of the power plant, but seem 
unwilling to start with a clerical job at a division 
headquarters and learn that phase of the business. 
The opportunity here is something that colleges can 
well bring to the attention of student engineers. The 
transportation department of the electric railway offers 
real opportunity for a man to grow for several reasons. 
In the first place, there is probably greater room for 
improvement of the calibre of men now in the trans- 
portation positions than is true of any other depart- 
ment. Generally speaking, the men holding the posi- 
tions of division superintendents and their assistants 
are men who have come up from the ranks and who 
have learned to handle men. But they are often hard 
taskmasters and have little vision beyond the existing 
methods and routine. A young engineer with energy 
and initiative, and trained to think and analyze, would 
thus step into an almost virgin field in many com- 
panies upon taking a place in the transportation depart- 
ment. Of course, he must expect to start at the bottom 
and spend perhaps two or three years in hard subor- 
dinate positions while gaining a thorough grounding. 
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That there is need for something more than a boss 
of men hardly needs argument. The transportation 
department employee who develops the genius to fit 
schedules to traffic, so that there shall be the minimum 
of unprofitable mileage, but the maximum profitable 
use of equipment, and then, as a boss, can turn his 
trainmen and inspectors into a truly merchandising: 
organization, can name his own salary. =f 

The transportation department spends some 60 per 
cent of the total operating expenditures and yet it is 
probably the poorest manned of all departments. It 
is also the poorest paid of all departments, referring 
to the salaried positions. But this is an outgrowth 
of the fact that these men are from the ranks and they 
have not required as much money, though this is wrong. 
Had the salaries paid in this department been adequate 
to attract and hold better men, the transportation de- 
partment would probably be a better functioning ma- 
chine than it is today, generally speaking. At any 
rate, there is great opportunity for improvement and 
managements would do well to endeavor to bring some 
new blood into this department and give it a chance 
to grow. For the young college men, this department 
would be no bed of roses, but the chance for real 
accomplishment there is so great that it may be quite 
sound to say that the young engineer will find his 
ability rewarded more quickly here than in strictly 
engineering pursuits, where the need for improvement 
is much less apparent. 


Is a Merit and Demerit System 
for Utility Service Possible? 


AN utilities be graded as to their service perform- 

ance to determine which are living up to their capa- 
bilities. The public service commissions of at least 
two states think that they can. As yet, there is no 
report that a service standard has been drafted for elec- 
tric railway companies, but if the grading system can be 
applied to gas, electric light and telephone companies, 
it may be possible later to include the railways. 
The system as used in Wisconsin was described at a 
meeting of the commission engineers in Washington 
last week, and it is reported that the Illinois commission 
also has a somewhat similar schedule. 

Mr. Hayden of the Wisconsin commission was very 
careful to explain that the system as applied to the 
utility companies was not drafted with the thought that 
they should be graded like schoolboys, with some receiv- 
ing honor marks and others being conditioned and per- 
haps failing finally to graduate. Nevertheless, it is ob- 
vious that such a merit and demerit system has many 
possibilities for good, if justly administered. 

Of course, allowances would have to be made for the 
conditions under which the service had to be given. 
One should not expect metropolitan service in a small 
community. Nevertheless, one of the handicaps of many 
railways has been that there has been no real standard 
against which their service can be judged. When a 
chronic grumbler or a demagogue for political effect 
says that the service is poor compared with what it 
ought to be, no reply is possible. But it would be differ- 
ent if the company could declare that its service has been 
classified on a recognized definite standard in comparison 
with other like properties and had been found to be 
“Grade A.” It may be also that such a system of grading, 
as has been pointed out by Mr. Nash of Stone & Web- 
ster, will provide a basis for that financial “incentive” 
which many think necessary in service-at-cost franchises. 


Holding Company Investors Carry 
Reorganization Load 


AST on the heels of the announcement of the com- 

pletion of the plans for the readjustment of the 
financial affairs of the Interborough Rapid Transit 
Company, New York, has come the publication of the 
terms of the proposed reorganization of the Brooklyn 
Rapid Transit Company under foreclosure. As has been 
detailed before, the underlying bonds of the companies 
making up the Brooklyn Rapid Transit system will 
remain undisturbed. The principal obligation to be 
adjusted is the company’s own $57,243,700 of three-year 
7 per cent notes due in 1921 on which $20,035,295 in 
interest will have accumulated by July 1 next. In the 
place of this $77,278,995 of principal and interest 
there will be issued $62,968,070 of new 6 per cent bonds 
and $10,303,866 of 6 per cent preferred stock with 
$4,007,059 to be paid to the holders in cash. As for the 
tort creditors, about whom such a fuss was made in the 
newspapers following the terrible Malbone Street acci- 
dent, they are to be paid in full. These claims for per- 
sonal injuries are estimated at $2,200,000. Holders of 
general contract claims aggregating $1,500,000 with 
$400,000 of unpaid interest to July 1, 1923, will receive 
$1,150,000 in the new preferred stock and $750,000 in 
cash according to the plan proposed. As for the stock- 
holders, they must pay an assessment of $35 a share. 

The net result of the reorganization will increase the 
funded debt to $139,210,135, or more than $10,000,000, 
with an estimated annual interest charge of $6,679,528. 
This, it is said, is slightly less than the amount paid on 
this account before the receivership, but a fair com- 
parison is not possible because the reorganization plan 
is subject to some revision and because the last report 
made by the company previous to the receivership did 
not differentiate between taxes and fixed charges. Off- 
hand, it would seem that the charge of $1,500,000 per 
annum on the issue of $25,000,000 of new 6 per cent 
preferred stock accumulative after three years must 
necessarily work to the material detriment of the holder 
of the common issue. As a matter of fact the holders 
of the common stock will, under the reorganization, be 
assured of a small immediate income, for they will 
receive for the assessment 623 per cent in new sinking 
fund 6 per cent bonds, while for the balance of the assess- 
ment they will receive preferred stock. Moreover, the 
chance is good for immediate appreciation in the value 
of the common share holdings, which will be exchanged 
share for share. On the basis of the earnings of the 
company for the year ended June 30, 1922, it has been 
estimated that the dividend on the preferred stock is 
being earned 2.84 times, with 3.5 per cent left for the 
common. 

As Judge Mayer explained, it was a very difficult job 
to reconcile the representatives of the various security 
holders to a workable plan not too onerous in its terms 
to any of the holders. All that remains to be done 
now is to work out the details inherent in every impor- 
tant plan of reorganization and then to present the plan 
to the Transit Commission. It is interesting to note 
that whereas in the Interborough Rapid Transit read- 
justment that company divested itself of the surface 
lines in New York and Queens to devote itself to the 
intensive development of the rapid transit lines, the 
Brooklyn reorganization contemplates the possible future 
reacquisition of the Brooklyn City Railroad, now re- 
stored to a good degree of prosperity and a dividend- 
paying basis. 
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Rerouting Would Save Money 


in Richmond 


By Rerouting and Other Service Changes Requiring a Very Slight Capital Expenditure for 
Special Trackwork Only, a Saving of More than $250,000 Annually Is Possible— 
Principles of Rerouting Are Laid Down—Other Economies Are Suggested 


HE report on the Richmond railway property for 
‘Tes, City Council of Richmond, Va., being made 
by Toba A. Beeler of New York, caneinde: with 
a suggested rerouting plan. Briefly, it declares that 
without the addition of any new equipment or the build- 
ing of any new lines or tracks except a few minor 
connections more than $250, 000 can be saved annually 
by the plan proposed. 
Previous abstracts of sections of this report have 
been published as they have been made public by the 
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this, with the improved operating method suggested, 
the saving already mentioned may be expected. 

It is believed that with these changes a fair return 
on ‘a fair valuation will be immediately available. 
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ROUTING AND SERVICE 


In this final section of his report Mr. Beeler not only 
outlines a system of rerouting for the Richmond lines 
but lays down a set of principles of routing and service. 
Routing, he says, is a vital factor in the successful 
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Downtown rer Flow: Charts Under Present and Proposed argo The Figures Indicate Cars 
Scheduled in Maximum Hour, 5 to 6 


Council and have appeared in the issues of this paper 
for Dec. 9, 1922; Jan. 27 and Feb. 10, 1928. Briefly 
their contents may be summarized as follows: 

First, the cost to reproduce the property as it exists 
today and the company’s actual cumulated investment 
from the date of its organization to the present time 
are given. 

The status of the securities issued is then treated in 
detail, with their proper allocation to the Richmond 
railway division. 

Then the report describes the financial methods and 
practices of the railway from its organization to the 
present, with a statement of the service rendered, the 
expenses and taxes in detail by years from 1911 to 
date. The income and outgo are analyzed, and the rate 
of return ascertained for each year. 

Next a survey of the passenger and traffic movement 
is presented, showing that the present movement has 


Jong been obsolete. A new routing plan is proposed, 


which will lessen congestion in the duwntown section 
more direct and better service. By 
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operation of a street railway property. It should be 
watched continually. A routing correct today may not 
be suitable a year hence. Cars should be so routed as 
to serve best the riding public by carrying them where 
they want to go directly, quickly and economically. To 
transport passengers economically, the car service must 
be adjusted to the traffic demands, and to carry them 
quickly the routing must be such as to avoid traffic 
congestion. 

Usually the demand confronting a street railway is 
for transportation between the manufacturing or busi- 
ness sections of a city and the residence districts. Two 
methods have been developed, namely, loop routing, 
where the cars loop in the business section and return, 
and through routing, where cars operate from one side 
of the city through the downtown section to another 
district. Some cities adopt one plan and some the 
other. In Richmond, a combination of the two is found. 
The best solution depends on the riding characteristics. 
If the demands for service in two different districts are 
about the same, through routing is the better, as it 
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Present and Proposed Routes, Richmond Rerouting Plan 
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eliminates loop mileage, usually unproductive, and 
reduces turning movements in the business section, 
where congestion is most acute. On the other hand, 
if the demands are not approximately the same, loop 
routing may be preferable, because if through routing 
were used either one section would be under-serviced 
at the expense of the other or more cars would be run 
lightly loaded in the first. 

Short-lining, or turning back a part of the service at 
some intermediate point instead of running it all to 
the end of the line, should always be considered in 
any routing plan. This not only promotes more efficient 
operation but it distributes the service more justly. 

Before recommendations for improving transporta- 
tion in the city of Richmond were formulated it was 
necessary to obtain and digest a large amount of mate- 
rial with regard to the operation of the cars at all times 
of day, as well as movements of people and vehicles, and 
traffic conditions generally throughout the city. The 
company co-operated by furnishing schedules of all 
lines, route maps and much other valuable information. 

To study car loading and operating conditions of 
individual lines, more than 100 trips covering all routes 
were made by trained observers and carefully analyzed. 
The records of these trips show the actual observed 
running time of the car over the various sections of 
the route, the locations where stops were made, the 
passenger interchange at each, and the delays and their 
causes. These rides were made at all periods of the day, 
special attention being given to obtain average rush- 
hour and non-rush conditions. Charts were made to 
show graphically the information obtained, so as to 
have them available for study of the individual condi- 
tions of each route. A typical one is reproduced. 

A series of traffic counts was made to show the total 
demands for service at the principal controlling points 
in the city. The counts show the total number of riders 
passing these points for all periods of the day from 
6 a.m. until midnight. The passenger loads were tabu- 
lated by fifteen-minute periods in the rush hours, and 
by thirty-minute periods in the -non-rush. Charts 
similar to that reproduced were then prepared to show 
similar information in graphical form. Special observa- 
tions were taken of traffic at congested points in the 
business district and during the rush hours at selected 
locations where conditions were bad. 


LAYOUT OF THE CITY 


The city of Richmond has a rather rugged topog- 
raphy. It is divided into two main portions by the 
James River, which runs near the center of the city. 
The northern section is divided further by Shockoe 
Creek, which runs in a deep valley between the hill on 
which the business district is built and the residential 
sections to the north and east. Several industries re- 
quiring transportation facilities are located in this 
valley. The separation of the city into districts by this 
topography has necessitated the construction of several 
bridges and viaducts. Naturally the distances to be 
covered are fairly great, causing a decided increase in 
demands on the transportation system. 

Service is now given by eighteen routes regularly 
operated in the base hours, supplemented by various 
“tripper” cars for the rush. On the average weekday 
some 134 cars are in operation in the base. During 


the rush periods this service is built up to 182 cars 
in the morning and 195 in the evening. The passenger 
averages show that there are more than enough seats 
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furnished everywhere in the city at all periods of the 
day. Even in the rush periods from 6 to 9 a.m. and 4 
to 7 p.m. there is no place where the total passengers 
exceed the total seating capacity. Nevertheless, if the 
cars do not come at the right time, there may be more 
than enough seats furnished in any given period and 
yet passengers may be obliged to stand. Irregular 
loading and spacing are characteristic of the Richmond 
service. 
PRESENT AND PROPOSED ROUTING 


The eighteen routes forming the major service in 
Richmond were laid out more as a result of competi- 
tion than with regard to the present needs of the 
residents they serve. There is much duplication, and 
many lines are indirect and inefficient. The present and 
proposed routes are shown on the accompanying maps,- 
which are not drawn to scale. 

In the new routing much of the duplication mentioned 
is eliminated, and the routes are more direct. It will be 
easier to build up the rush-hour service. Congestion 
in the business district will be reduced, especially in the 
peak hours, so that all car, vehicle and pedestrian move- 
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ments will be speeded up. The time required for a 
patron to reach his destination should be reduced, and 
in many instances the headways will be improved 
materially. 

A comparison of these routes shows that those pro- 
posed are more direct than at present. The arrange- 
ment is such as to accommodate the riding public as 
well as may be with the limitations of track and 
topography. More through routes are provided, thus 
increasing the delivery area for such lines and decreas- 
ing the amount of transferring. Of the transfers that 
may be necessary under the new routing, more are made 
outside the downtown district, so that this source of 
congestion will be lessened. Fewer cars also are turned 
back in the heart of the city. This will reduce the 
congestion. It also will better serve the stores in this 
district and beyond, since more of the patrons will be 
able to take their cars without a walk to some point 
removed a considerable distance. 

The plan will commend itself in the rush hours espe- 
cially. The traffic graphs reproduced show the present 
and proposed number of cars scheduled in the maximum 
evening hour, between 5 and 6 o’clock. At present the 
worst points on the system are on Broad between 
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Seventh and Highth, and on Main between Eighth and ° 


Ninth. The trouble is due to the large number of cars 
looping in these squares. With the rerouting this 
source of congestion will be reduced materially. The 
present operation is further complicated by the cross- 
over movements at Seventh and Broad and Eleventh and 
Broad.. With the new routing these movements will not 
be made in the rush hours, the cars going straight 
through. All left-hand turns at Seventh and Broad 
will be eliminated, while similar turns at Ninth and 
Broad will be reduced to less than a third the number 
now made. 

~ On Main Street conditions will be improved about 
equally. All the left-hand turns at Ninth and Main, 
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Traffic Count of Jitneys on Jitney Route No. 1 


This route serves the “fan-shaped” residential district in the 
western part of the city, 3,000 ft. wide at its widest part, now 
without direct car lines going downtown. Both charts show in- 
bound traffic. The point of observation in the upper chart is 
part way “downtown.” The observations in the lower chart are 
in the business district. The charts show much unused jitney 
service, 


except those made by the Westhampton cars, will be 
eliminated. At Seventh and Main the left-hand turns 
will be reduced from forty-three to twenty-four. 

The total turning movements scheduled at present are 
402. With the proposed routing they will be reduced to 
264. The gain is largely in the reduction of left-hand 
turns, as will be seen from the detailed figures. A com- 
parison of totals follows: 


Car Movements Reduction 
Present Proposed Number Per Cent 


Number of left-hand turns ..... 2664 136 1304 49.0 
Number of right-hand turns.... 1353 re 5.5 
Total turning movements ...... 402 264 138 34.4 


It is generally conceded that the left-hand turn is 
much more difficult and conducive to congestion than 
the right-hand turn. In this case, while the total turns 
proposed are one-third less than at present, the number 
of left-hand turns proposed has been reduced nearly 
50 per cent. Another improvement is that the num- 
ber of cars scheduled in opposing directions on a street 
is more nearly equal. This is desirable as two streams 
of cars can be moved through an intersection almost 
as quickly as one. With the rerouting in effect the 
total congestion from car movements in the downtown 
section will be reduced more than a third. All move- 
ments, both car and vehicular, will be accelerated. The 
other recommendations for the relief of traffic conges- 
tion should assist still further. 

Due to the economies recommended it is possible to 
handle the business with somewhat fewer cars than now 
in use. Each car will make more mileage and provide 
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more service than with the existing methods. The 
safety cars will be used to best advantage, thus improv- 
ing the service for a larger share of the public. 


EXTENSIONS 


Due to conditions of unbridled competition existing 
when the present street car lines were begun too much 
track was constructed for the best interests of the 
public. Since that time the city has grown very 
greatly. The development, to a great extent, has been 
along the street car lines, but even so there are certain 
lines which have not earned as yet, nor are likely to 
earn in the near future, enough to justify their exist- 
ence apart from the general good to the city. 

In planning new lines it is desirable to consider all 
the factors likely to influence city growth, so that the 
mistakes of the past may not be repeated in the light 
of more experience. 


THE JITNEY SITUATION 


As in many other cities, competition to the street 
cars sprang up a few years ago in the form of 
‘jitneys,” principally Ford touring cars, carrying pas- 
sengers for a 5-cent fare directly along the street 
railway routes. The operation of these jitneys was 
conducted in an irresponsible manner, and traffic con- 
gestion increased to the point where all vehicle move- 
ments were affected adversely. The situation finally 
became so serious that the city was forced to adopt 
regulatory measures. During the past summer an 
ordinance was adopted, among other things licensing 
the drivers, fixing the fare. at 8 cents, and providing 
for indemnity insurance. Operation was restricted to 
five regular routes, covering a large portion of the city. 
This ordinance has clarified the situation and has 
brought the operation of jitneys within the supervision 
of the city authorities. Up to the present time but one 
of the routes has been operated regularly. This is 
known officially as “Route No. 1,” and runs through the 
“fan-shaped district” in the West End section of the 
city. 

A special investigation of the jitney traffic was made 
in accordance with the request of the Council commit- 
tee. The data are charted in an accompanying diagram. 
In the eighteen hours covered by the check the jitneys 
on this one route carried 4,017 passengers westbound 
and 4,309 eastbound, as determined at the maximum 
point, Laurel Street. This compares with 12,454 car- 
ried westward and 13,131 carried eastward on the 
Broad Street cars, and 6,419 westbound and 6,152 east- 
bound passengers on the Main Street cars. 

The maximum number of jitneys observed was fifty- 
six in one fifteen-minute period. This is at the rate 
of nearly four per minute, and represents almost the 
limit from the standpoint of congestion. While the 
headways were very close, the advantage to the indi- 
vidual was not equally great, as the usual allowance 
per jitney is four passengers, and frequently prospec- 
tive passengers have to wait considerable periods before 
they can obtain transportation by this method. 

To carry this business ninety-nine machines actually 
were in operation at some time during the day of the 
counts. Presumably at the very least ninety-nine men 
were engaged in the business of operating these cars. 

Equal or better service could have been offered by 
the street railway with some twelve safety cars, with 
not more than twenty-four men as operators for the 
entire eighteen hours. This would furnish the same 
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number of seats throughout the day as the jitneys had 
during the rush hours, or nearly twice as many as were 
running in the non-rush hours. 

Jitney service costs considerably more to operate 
than equivalent street car service. This has been 
proved many times and under widely varying condi- 
tions. The reason the business survives is because any 
individual may engage in it and be satisfied with day 
wages. In fact, some persons will run their machines a 
few hours each day in addition to some other line of 
work. The jitneys as at present operated, even with 
the excellent provisions of the ordinance now in force, 
do not have anything like the safeguards required of 
a responsible corporation, either with respect to service 
or damages. There is no way of collecting damages 
beyond the amount of the insurance, though several 
people may be involved in an accident. Neither is the 
public assured of adequate service, as there is no method 
by which the jitney operator may be forced to run his 
machine, or by which individuals may be obliged to 
engage in the jitney business. 

Up to date the jitneys have not been taxed nearly 
as heavily as the corporations, nor have they been 
obliged to assist in paying for paving and its main- 
tenance. The street railway pays taxes equivalent to 
nearly 10 per cent of the gross receipts and, in addition, 
installs and maintains a considerable portion of the 
paving on streets where it operates. 


ESTIMATED SAVINGS OF PROPOSED CAR SERVICE 


The plan outlined in the preceding discussion has 
been laid out with a view to giving the best service 
for the entire city of Richmond. The operation will 
also be conducted with regard to economy and efficiency. 
Schedules based on this plan show savings in every 
department, due to a reduction in car-miles or car-hours 
operated. Those calculated have been the savings in 
maintenance, power, and trainmen’s wages. Savings 
in other accounts, such as supervision of transporta- 
tion, accidents, damages, and general miscellaneous 
expenses, have not been estimated, though there will 
be some reduction in these items. On the above basis, 
the total saving from routing and service changes will 
amount to $251,790 annually. The only capital expendi- 
tures required are for a revision in the special work at 
four points. To offset these, there is a certain amount 
of track to be retired, so that the capital account should 
not be increased, and there should be no addition to the 
fixed charges. As new cars are not needed to put the 
entire program in effect, there should be no delay in 
proceeding with it. 


EFFECT OF SAVINGS ON FINANCES OF COMPANY 


Based on the latest information available, the 
revenues and expenses of the Richmond railway 
division, operating on a 6-cent fare, are approximately 
as follows: 


CREOSOTE Ge pied ik sale ian She ee > ea oo Us eae dp wv sokain) « $2,621,000 
Operating expenses ........... Saar $1,739,900 
Replacements and renewals ........ 187,500 
NEA ES EE AGS, we linsis, wieieie's = 0 251,600 2,179,000 

: $ 442,000 

Other income Jess deductions ..............5-..+.00. 49,400 

ge a SIE = OG eo a 
rub ees Beal he OG eS Vn ge en ae 51,200 


Amounervamnine Or |Interest, Ct. 6.4.5... keene cee eee 


+. 


The above amount is almost exactly 6 per cent on the 
reproduction cost of the property new, less depreciation, 


Car No.8/0 
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Speed 8.52 m.p.h. 
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Typical Car Loading Curves, Taken by Observer on Car 


The verticals above and below the zero line show the number of 
passengers boarding and leaving the car at each stop. 


of $7,355,000 as determined by the Beeler organization. 
A 7 per cent return on the valuation would call for 
$515,000 in round figures. 

With the successful inauguration of the more efficient 
routing and scheduling just proposed, there will be an 
increase in the net income of some $252,000 annually, 
bringing the total net up to $692,000 annually. After 
deducting from this the $515,000 required to pay 7 
per cent on the investment, $177,000 will remain, which 
may be applied for lowering the fare or for other pur- 
poses. A return to the flat fare of 5 cents at the 
present time would, undoubtedly, reduce the gross 
revenues practically one-sixth or about $437,000. To 
make this possible and at the same time permit a 7 
per cent return would require some $260,000 additional 
savings. This rate of return is used for purposes of 
illustration only. 


FURTHER ECONOMIES POSSIBLE 


The economies already recommended may be obtained 
with a few minor changes in track. With the 
co-operation of the authorities and the public, other 
improvements can be made with further economies. 
There is no reason why practically all the service in 
Richmond cannot be given with one-man cars, if the 
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methods already recommended for traffic control and 
rush-hour loading are employed. This would require 
the purchase of additional equipment if the safety type 
of car is used. .For certain purposes the best of the 
two-man cars may be remodeled to give fair service with 
one man, although of course they will be inferior to cars 
designed for the purpose. By a careful readjustment 
of the stopping places throughout the city to conform 
to the standard of eight per mile as nearly as prac- 
ticable, patrons would be afforded faster and better 
service, and at the same time further operating savings 
would result. 

The re-establishment of an effective power-saving 
device, followed up energetically by the management 
and co-operated in by the men should save a considerable 
amount of the power now used. Other companies have 
been able to reduce their power bills 10 per cent or 
more in this way, and Richmond should do aswell. 
Were the jitneys eliminated the company undoubtedly 
would be able to get a large share of their patronage 
and should add some $125,000 to the net earnings. 
None of these economies should interfere with the re- 
quirements of good service, but on the contrary, if 
properly carried out, they should improve the perform- 
ance of the cars and give better results for the public. 

The trend in traction settlements for some years past 
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has been strongly toward the service-at-cost plan. The 
one serious defect in this method, however, is that with 
valuation fixed and rate of return determined, manage- 
ments naturally are content to proceed along lines of 
least resistance. Indeed, under such conditions, it is 
most unusual that one will make strenuous efforts to 
reduce the rate of fare. To stimulate a management 
to strive for the highest attainments there must be 
an incentive. 

A plan can be provided whereby the benefits result- 
ing from efficient management may be shared by the 
public and the owners of the property. For illustration, 
suppose the company be allowed to earn 7 per cent on 
its valuation with the present rate of fare. The adop- 
tion of the improved routing, together with the applica- 
tion of economies set forth herein, should prove more 
than sufficient for this. The savings may be used to 
reduce the fare. As the fare. is reduced, allow the 
company to earn an increased rate of return if it can 
do so by operating more efficiently. For instance, if 
the fare can be reduced to 53 cents (or nine tickets for 
50 cents), the return may be increased to 74 per cent; 
should the fare be reduced to 5 cents the return may be 
8 per cent, and so on. With such an incentive the 
company should exert all its energies toward giving 
the best possible service at the lowest possible fare. 


New Cars Embody Unusual Features 


Kansas City Railways’ Multiple-Unit Cars Are Used in Trains in Rush Hours, with Three Men for Two 
Cars, and as Single Units in Non-Rush Periods—Facilitate Handling of Peak 
Load, with Operating and Investment Costs Minimized 


By E. B. Sanders 


Publicity Manager Kansas City (Mo.) Railways 


ated most economically and efficiently, the Kansas 

City Railways has recently placed in operation twenty 
new multiple-unit cars built by the G. C. Kuhlman 
Car Company of Cleveland, Ohio. The control equip- 
ment of these new “1400” type cars, as they are known, 
is so designed that they can be operated not only in 
two-car trains with three men, but also as single units 
with either one or two men. The many steep grades 
and short curves in Kansas City have made the use 
of large trailers impracticable. Accordingly, the new 
trains consist of two motor cars rather than one motor 
car and a trailer. ; 

These new cars were built from the specifications 
of the “1100” and “1200” type cars which have been so 
successfully used since 1915. A few minor changes 
were introduced in the new cars, and are also being 
built into the “1100” and “1200” type cars in the 
Kansas City Railways shops. The new cars are equipped 
with Westinghouse standard HL control, four General 
Electric 247 motors, the Safety Car Devices Company 
air brakes, and the St. Louis Pneumatic Devices Company 
rear-end door control. 

An unusual feature of this equipment is that the HL 
control has been combined with the Safety Car Devices 
Company equipment on double-truck cars embodying the 
one-man operating features. All safety features em- 
bodied on the one-man type of car have been: applied 


[: ORDER to provide equipment which can be oper- 


to this new equipment, and in addition to this a new 
type of rear-end control has been worked out. The 
rear doors on these cars can be controlled by conduc- 
tor’s valve, or by a street collector’s valve on the outside 
of the car near the rear doors. All apparatus used to 
make connections for two-car train operation is a per- 
manent part of the car equipment, so there is no delay 
in coupling up single units for train operation. 

A matter of special interest was the working out of 
satisfactory coupling connections. For many reasons 
it was desired to operate the trains with only one trolley, 
which necessitated the carrying of a bus life, in addi- 
tion to the control wires, through the coupler. “The Tom- 
linson automatic coupler was adapted with ‘minor 
changes in anchorage. Installed on one side of the 
coupler head is the bus line circuit, and on the opposite 
side the necessary HL control wires, compressor syn- 
chronizing wire, door signal wire and conductor’s sig- 
nal; all this is in addition, of course, to the air connec- 
tions. Just back of the coupler is installed a group of 
disconnecting switches which couple simultanéously 
with the air connections of the coupler, so that with one 
operation the air cocks are closed off and the electric 
disconnections made. In this way whenever the cars 
are operated as single units the coupler is dead. 

All doors on the cars are interlocked with the brakes, 
and it is impossible to start a car or train with any of 
the doors open. The motorman also has signal lights 
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Two-Car Train in Service, Trolley Used on Head Car Only 


which show when the doors are closed, and he is gov- 
erned by these lights, not starting until the lights show 
that the doors are all closed. 

All cars are equipped with the standard M-28 type of 
brake valve which controls the front door operation. 
The rear doors are controlled by the conductor’s valve 
or street collector’s valve. It is impossible to open or 
close these rear doors from one valve, without the other 
valve being in “door closed” position, as they are con- 
nected in series and operate separately by means of a 
double check valve and relay valve which also interlocks 
the door with the brake system. If the doors are opened 
while the car or train is moving, brake application is 
immediately made. The equipment on all cars is iden- 
tical and it is possible to make connection through the 
Tomlinson automatic coupler with the cars in any 
position. With the coupler disconnecting switches 
closed, that is, when current is on the second car through 
the bus line, the cut-out cock is open, permitting the 
passage of air into the brake system on the second car. 
If for any reason the coupler connection is broken or 
cars are separated without first closing the disconnect- 


Wide Aisles and Comfortable Seats Outstanding Features 


ing switches and cut-out cock, the emergency air line in 
the braking system opens to atmosphere through the 
coupler head, setting the brakes on both cars in emer- 
gency. If by mistake the operator neglects to open the 
disconnecting switches and simply pulls the coupler open 
to disconnect the train, thus leaving the points alive on 
the coupler, the cars as separate units cannot be moved 
until the disconnecting switches are closed. This inter- 
locking feature is accomplished by having the cut-out 
cock, which is placed in the air line to the coupler,. 
operated by the same mechanism that operates the dis- 
connecting switches. This combined operation is per- 
formed by the manipulation of a small handle mounted 
under the bumper iron on each car. 

In respect to doors and steps, both front and rear 
platforms are the same. The doors are handled with 
the air valve, opening to the full width of the plat- 
form. The rear platform is equipped with a conductor’s 
rail, and folding seats for passengers. The front plat- 
torm is the same as any other standard platform on this 
class of equipment, with the exception of a motorman’s 
railing and a swinging gate which when closed permits 
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loading only through the front half of 
the door. If desired for two-man 
operation, however, this gate may be 
locked open. 

Both the passenger and conductor’s 
signal systems are a little different 
from those usually used for train 
operation. The passenger signal 
reaches only the conductor, who in 
turn relays it to the motorman. The 
passenger push buttons are the Fara- 
day high-tension buzzer buttons*con- 
nected to Faraday buzzers. The 
Faraday single-stroke bell is used by 
the conductor. 

A city ordinance requiring that a 
light be kept burning at night on the 
rear end of each car while on the 
streets necessitated the installation 
of a battery system. A double-acting 
relay, designed and built in the Kan- 
sas City Railways shops, was installed. 
This operates a small tail lamp which 
burns only when the power is removed 
from the car. A two-way switch is 
used to connect the charging system and the passenger 
buzzers, making it impossible to work the buzzer system 
until the switch is thrown on. Connecting these two in 
this manner permits a trickle charge of 0.1 amp. to flow 
into the battery at all times that the cars are in use. 
If this switch is on and the power off of the car, as ina 
storage yard, the tail light on the car continues to burn, 
indicating to the crew or the watchman that the switch 
has not been thrown to the off position. The fenders 
were designed by the Eclipse Railway & Supply Com- 
pany of Cleveland, Ohio, and allow the coupling of the 
cars without being removed. 

These cars have now been in operation for a period 
of more than three months and have measured up to ex- 
pectations in every way. No changes have been made 
as to the original layout, and none are contemplated. 

The accompanying tables give a fair sample of the air 
control tests made on one and two car trains. A study 
of this table is very interesting and the indications are 


OPERATION TESTS—AIR EQUIPMENT 


Car No. 1105. 
(ALL Tests MADE BETWEEN 50 AND 65 Lp. oF AIR) 


Piston travel—4 in. Time of 
Governor cut-out at 65 lb.—Cut-in at 55 lb. Operation 
3rake cylinder application, 0 to 50 Ib............... 2 seconds 


Brake cylinder release, 65 Ib. to 0...........--0e000: 
Secure controller handle emergency in.............-. 
Release after control handle engaged.............0.- 
Secure brake-valve emergency............seeeeeeee 
Release after brake-valve emergency.:.........0.... 8 
Application of brakes to 50 lb. by rear door opening. . 
Release. by. closing rear. door... SoS) sb oo ee caee ace 


Two-Car TRAIN, Car Nos. 1105 anp 1116 


Brake cylinder 10 in. x 12 in.—4 in. piston travel 
Brake cylinder application, 0 to 50 Ib............... 
Brake cylinder release, 65 lb. to 0..........c0ce000- 


14 seconds 
13 seconds 
8 seconds 
4 second 
seconds 
14 seconds 
34 seconds 


24 seconds 
3 seconds 


Controller handle emergency...........sscceeeeeeevs 234 seconds 
Controller handle relessa. ic: cae cc's.e rw al hed ws. ob he 11 seconds 
Braké-valy¢ emergency 5.07% asiva ccs A) wile an eateoutene 1 second 


Brak6-valve-pelease \.cscve + yond Oca a ule eee 
Car weight, 38,000. lb. 
111 per cent braking ratio with 50 Ib. cylinder pressure. 


Two-Car TRAIN STOPS SERVICE APPLICATION 


12 seconds 


Miles per Hour Time Test Bie 
25 8 seconds 130 lb 50 Ib 
30 down grade 9 seconds 200 lb 50 Ib. 

CONTROL HANDLE EMERGENCY STOP 

Miles per Hour Time Test B.C. 
30 74 seconds 125 lb. 50 Ib. 

’ BRAKE VALVE EMERGENCY STOP DOWN GRADE 

Miles per Hour Time Test Beis 
30 11 seconds 210 Ib. 


Front and Rear Platforms, Showing Folding Seats and Fxit Features 


that the same efficiency will be obtained on this style 
of equipment that has been adopted as standard on one- 
man single-truck cars. 

The following results indicate the compressor oper- 
ation on cars 1105 and 1116 operating as multiple unit. 
These results do not represent normal car operation, 
because a number of emergency applications were made. 
Emergency application and door operation receive air 
from reservoirs on both cars, but for straight air appli- 
cation air is furnished by the reservoir on first car only. 


GOVERNOR OPERATION 
First Car—No,. 1105 


Duration: of tess inj.acle a <easc das eke 1 hour, 20 minutes, 40 seconds 
Compressor ‘‘on’’.,..22 minutes, 17 seconds, or 27 per cent of time 
Compressor “off’’....58 minutes, 23 seconds, or 73 per cent of time 
Number. of governor: Operations ss.) c)o0 0k « owen uals w mca phe eee 17 
Average time Son’ soi Winicicpie oles ino pe bow Baas 1 minute, 29 seconds 


Average ,time: 7 OM dgrinh ee tile stabs 3: Sera wince 3 minutes, 27 seconds 
Pressure increased from 55 lb. to 65 lb. in average time of 1 
minute, 29 seconds, or at the rate of 6.66 lb. per minute. 


Type of compressor ar’ No. hl06) oi 5 Vn) oy pale ome CP-27 
Type of  COVErTOI Sere it seh» sores pow aie ye cei oe nan a $-6-A 
Size of YeservolT oii eae peter ois Nin > ons ohn eee 16 in. x 42 in. 
SEcOoND CaR—No. 1116 
Duration: of fasten. sawebter oe wlth 1 hour, 20 minutes, 40 seconds 
Compressor ‘‘on’’....19 minutes. 32 seconds, or 24 per cent of time 
Compressor “off” ....61 minutes, 8 seconds, or 76 per cent of time 
Number of -governor-“operations . 667 SS. is es ets ne Se 18 
Average. tine “oi iiag at ic fis ois-cta) sc ie eee 1 minute, 7.seconds 
Average Te One ter ahem pa ats arate oe 3 minutes, 24 seconds 


Pressure increased from 55 lb. to 65 lb. in average time of 1 min- 
ute, 7 seconds, or at the rate of 8.95 lb. per minute. 

Type of compressor on Car No: 1Lhiés. 0. o.kta ee iw sou eee CP-27 

Type of governor 

Sizs-of TEservolfinn satin stem sero es) were autos eek eee es 16 in. x 42 in. 


Big British Electrification Impending 


HE Electric Railway & Tramway Journal states 

that specifications for the work involved in elec- 
trifying the South Eastern & Chatham Railway for a 
radius of 15 miles from London are to be issued at once 
and the work will be inaugurated almost immediately. 
It is expected to take two years to complete, and for 
that period between 16,000 and 17,000 men will be 
engaged, either on the electrification of the line or in 
making the equipment for it. The main stations which 
the electrification will reach are Dartford, Orpington, 
Addiscombe Road (Croydon) and Hayes. Between 
these points and London the intention is to operate 
more frequent and more rapid services, with a consid- 
erable addition to seating capacity during rush hours. 
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Automatic Substation Experience 


in Cleveland—IT 


The Author Traces in Detail the Sequence in Operations of the 


Present Substations of the Cleveland Railway, Which Are 
Designed Particularly to Give Reliability of Power Supply 


By L. D. Bale 


Superintendent of Substations the Cleveland Railway 


becoming intimately familiar with the scheme of 


|: THOSE who have not had the opportunity of 
operation of an automatic installation, the se- 


quence chart of the Cleveland installations, shown in 


Fig. 7, may seem unduly complicated, so much so, pos- 
sibly, that dependability in continuous operation might 
be questioned. The contrary is, however, the case. Ex- 
perience with these installations, together with reports 
from other properties utilizing automatic control, indi- 
cates that, when the equipment is properly installed and 
receives adequate inspection and maintenance, the ut- 
most confidence may be placed in its operation. 

The operation of the individual converters in the 
Cleveland installations does not vary greatly from that 
of the general scheme of automatic operation with the 
exception that a greater number of service protective 
features than usual have been installed. The occur- 
rence of higher current values than have been encoun- 
tered in previous automatic railway converter substa- 
tion work adds some complications, as does also the 
necessity for protecting the air-blast transformers 
against air failure. The presence of the second con- 
verter in these stations, likewise, creates an interesting 
item of control. 


FIRST CONVERTER CONNECTED TO LOAD 


The initial start is accomplished through the opera- 
tion of voltage relay No. 1, which closes its contact when 
a predetermined low value of trolley voltage occurs. 
This action causes the master relay No. 3 to close, and 
starts operation of the delay motor-drive relay No. 27. 
This is followed by the closing of the oil switch which 
energizes the power transformers. As the auxiliary 
410-volt a.c. bus is energized from the secondaries of 
the power transformers, the starting contactor No. 6 
is closed, connecting the converter to the one-half volt- 
age tap of the transformer secondaries. There is a 
pause in the operation at this point sufficient to allow 
the converter to pull into step. In the event that the 
converter potential builds up in the wrong direction it 
is, of course, necessary to reverse the field to cause the 
converter to slip a pole. This is accomplished through 
the action of polarized motor-drive relay No. 7. 

This relay, having a permanent field, has the armature 
connected directly across the armature of the converter. 
If the converter potential builds up reversed, the arma- 
ture of No. 7 relay will revolve in a counter-clockwise 
direction. If, on the other hand, the potential builds 
up in the correct direction, the armature will revolve in 
a. clockwise direction. The armature, in revolving, 
drives a set of contacts which perform certain opera- 


*For the first article in this series see issue of this paper f 
March 3, page 359. paper for 


tions, depending upon the direction of rotation. In the 
event of incorrect potential, connection is made through 
No. 7 relay contacts for reversing the shunt field of the 
converter through the operation of field contactor relay 
No. 9 and field contactor No. 10. 

As the voltage of the converter falls to zero under 
reverse field connections, No. 10 contactor again operates 
and reconnects the field in the normal operating posi- 
tion. The converter thus is given an opportunity to 
build up in the correct direction. With correct d.c. 
potential, No. 7 relay, in rotating in the clockwise direc- 
tion, causes the transfer to be made from the one-half 
a.c. voltage starting taps to the full a.c. voltage running 
taps by opening No. 6 contactor and closing the three 
No. 11 contactors. Interlock connections are then made, 
energizing the brush-operating device, No. 31, which 
lowers the brushes on the d.c. commutator. As this 
device completes its operation, a contact is made, clos- 
ing the equalizer contactor No. 39. 

The operation of No. 39 contactor completes an inter- 
lock circuit closing No. 12, the first of the d.c. contac- 
tors which connect the converter through the current- 
limiting resistance to the load. The resistance shunting 
contactors, Nos. 14, 15 and 16a and b, are closed in 
turn, provided the load is not in excess of the calibra- 
tion of the various controlling relays. As No. 16 con- 
tactor closes, the circuit for No. 27 time-limit relay is 
opened. The function of this will be explained later. 

Under normal conditions, as the load upon the first 
converter increases to the point where it is desired to 
have the second machine in parallel, the operation of 
No. 34 thermal relay (after an interval of approxi- 
mately fifteen minutes) sets up a circuit, causing the 
second machine to be started, similar to the circuit 
derived through the under-voltage relay No. 1 in the 
case of starting the first machine. The action of No. 34 
relay is dependent upon a condition simulating, as 
nearly as possible, the mean square heating effect of 
the current in the armature conductors of the converter. 
In this manner full advantage is taken of the overload 
capacity of the converter, with the result that a higher 
operating efficiency is maintained. 

When the load has decreased to a point where it is 
desired to discontinue the operation of the second con- 
verter, underload relay No. 18, whose contacts close at 
a predetermined minimum d.c. load, again energizes No. 
27 delay relay. After operation has continued for a 
definite time (fifteen minutes) the closing of No. 27t 
contacts will cause the control circuits to be de-en- 
ergized, and allow the second machine to be discon- 
nected. The first converter is also shut down in the 
same manner, when the load upon that machine has de- 
creased to a predetermined low point for a definite time. 
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In the event that only one machine is in “operation, 
and an overload is encountered that is of sufficient vol- 
ume to cause the insertion of current-limiting resistance 
in the converter circuit, the second machine is put into 
operation in one and one-half minutes, through the 
action of No. 27 relay (No. 27s contacts) of the over- 
loaded machine, thus securing the service of additional 
equipment without having to wait for the operation of 
the thermal starting relay No. 34. 


PROTECTIVE FEATURES WHICH ARE INCLUDED 


Failure of Converter to Start——In the event that the 
converter armature does not revolve upon the applica- 
tion of starting current, relay No. 53, energized from 
a current transformer in one of the starting leads, 
opens the control circuit and cuts off the energy supply 
before damage to the armature conductors can be done. 


Failure of Converter to Complete Cycle of Operation 
on Starting.—If for some reason the converter does not 
complete its cycle of operation, No. 27 delay relay, which 
is started simultaneously with the starting of the con- 
verter, will cause its No. 27s contacts to be closed in 
one and one-half minutes, shunting out the relays of the 
converter that has failed and placing the second machine 
in operation instead. As the demand upon the second 
machine reaches a point where additional equipment 
is desired, the control is so ar- 
ranged that an attempt will be 
made in this case again to start 
the machine that has failed. If 


Nol rotary  p 
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the converter fails a second time S 
its control circuits will again be Ry 
de-energized, and, upon a third SE 
attempt to operate, it will be *3 
locked out through the operation £5 
of No. 30 relay, which will be dis- 
cussed later. iS 
S 

A.C. Overloads—For overloads ¥ 


of abnormal value, such as short 
circuits within the station itself, 
a.c. overload relays are provided. 


D.C. Overloads.—Overloads on 
the d.c. side are limited by insert- 
ing current limiting resistance 
in the converter circuit in three 
sections, by causing one or more 
of the resistance shunting contac- 
tors (Nos. 16a and b, 15 and 14) 
to open, depending upon the sever- 
ity of the overload. These con- 
tactors on the two converters are 
controlled through relays in such 


Ten feeders | 


a manner as to synchronize the © 
action of the contactors and, in 5 
this way, prevent pumping. 5 
Bearing Protection.—Should the e 
converter bearings reach a §§ 
dangerous, temperature the ther- =* 
mal relays No. 25 will function, § 
shutting down and locking out the S 


converter. 


Balance Phase Protection—To 
prevent the possibility of the con- 
verter running single phase (due, 
for example, to the failure of a 
eontactor to close), relay No. 45 
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is connected across three current transformers in the 
low voltage side of the converter, so arranged that, in 
the event of the unbalancing of the transformer circuits, 
the relay will operate and disconnect the converter. 


Low A.C. Voltage or Its Entire Failure.—lf the voltage 
is too low for proper operation at the time of starting, 
No. 2 low-voltage relay will not make contact. If the 
voltage drops during starting or after the start has 
been made, No. 18 relay will close its contacts, causing 
the starting contactor to open. In the event of low 
voltage during operation, No. 49 relay, whose contacts 
are set to close at a voltage corresponding to the mini- 
mum at which the converters will operate satisfactorily, 
will complete a circuit shunting out No. 50 relay, which 
in turn, opens the circuit of No. 3 master relay, thus 
causing the converter to be disconnected from the line. 
No. 50 relay also prevents the converters from being 
locked out by the action of No. 27 relay (No. 27s con- 
tacts) in the event of failure of a.c. power lasting more 
than one and one-half minutes. E 


D.C. Reverse Current-—Reverse current relay No. 32 
will remove the converter from the bus in the event of 
reverse direction of flow of current. 


Overspeed.—The customary overspeed device has been 
supplied on the converter shaft, which works in con- 
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Ground bus 


Fig. 7—Diagram Showing Sequence of Operations in 


‘ 
‘ 


« 


March 10, 1923 


ae ee 


Soot ho RAIDWAY JOURNAL 


407 


nection with the manually operated circuit breaker in 
the converter positive between the bus and the various 
positive contactors and resistances. This circuit breaker, 
in opening, disconnects the converter from the d.c. bus 
and completes an interlock circuit, shutting down the 


converter. 


Field Reversal Limiting Relay.—Occasionally a con- 
verter is found that will persist in building up its poten- 
tial in the reverse direction. In automatic operation, if 
some special preventive measures were not taken, it 
would be possible under abnormal conditions to have a 
converter continually reversing its field, thus consuming 
the one and one-half minutes allowed for its complete 
cycle of operation, and, as a result, shutting down 
through the operation of No. 27 relay. To help rectify 
this condition a notching-up relay, No. 26, has been pro- 
vided, which will allow the field to reverse three times 
in succession and then cause the starting contactor to 
open for a few seconds. After the time allowance in 
connection with No. 26 relay has elapsed, the starting 
contactor isagain free to close, and three more attempts, 
if necessary, are made to reverse the field. 


Failure of Field Circwit—Relay No. 44, whose coil is 
in series with the shunt field circuit, will prevent the 
converter from being connected to the load in the event 


of open or no field, or will shut down the converter in 
case it is already in operation. 


Continuous or Sustained Overloads.—To protect the 
converter against sustained or repeated overloads, 
brought about by some abnormal condition of loading 
or, possibly, failure of control, thermal relay No. 29 is 
provided. This relay operates on the same principle as 
No. 34 relay, being calibrated, however, for a longer 
time interval. In the event of operation the converter 
is removed from service. 


Protection of Transformers Against Air Failure— 
This phase of the control presented some difficult 
angles. It was realized that it would be a simple matter 
to protect each individual transformer bank against air 
failure by shutting down the converter connected to 
that bank. But, the adoption of such a scheme would 
mean that 50 per cent of the equipment (of a two-unit 
station) would be thrown out of service by reason of the 
failure of a blower. The possibility of such an occur- 
rence, particularly during peak-load periods, necessi- 
tated the finding of some other solution to this 
problem. 5 

The scheme. of protection finally adopted resolved 
itself into the utilization of air pressure relays (No. 42) 
on each transformer, which, in the event of air failure 
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with but one converter in operation, will cause that 
unit to be discontinued from service through the action 
of No. 48 relay. The resulting demand for equipment 
(caused by the immediate lowering of the d.c. bus volt- 
age), will subsequently close No. 1 relay in the attempt 
to place this converter again in operation. This being 
impossible (because the converter is locked out by No. 
48 relay), No. 27 relay will operate and through No. 27s 
contacts cause the second unit to be started. Both 
blowers discharge into a common air chamber under all 
transformers, hence, when the second unit goes into 
operation with its blower, air is supplied again to all 
of the transformers, and, as a result, the No. 42 relays 
on the transformers originally discontinued from service 
will reset, relieving the locked out circuit on the first 
converter through the operation of No. 48 relay. By 
this scheme of control it will be noted that the first con- 
verter is again applicable for service upon demand, and 
will be placed in operation through the normal func- 
tioning of No. 34 relay of the machine in service, or 
through No. 27 relay in the event of overloads. 


Lockout Featwres.—Several of the protective devices, 
during the course of their operation, form but a mo- 
mentary circuit, shunting out the master relay No..3 
and causing the converter to be shut down. It is, there- 
fore, necessary to have some provision at hand to pre- 
vent the continual starting and stopping in the event of 
operation of protective devices which have no. lockout 
features in themselves. Relay No. 30, known as lockout 
relay, is provided for this purpose and is so arranged 
that each closing of the a.c. oil switch causes a coil of 
the relay to raise a specially constructed mechanism one 
notch. If the converter completes its cycle of operation, 
a second coil of the relay (No. 30r) is energized, re- 
turning the mechanism to the original position. On 
the other hand, if the converter attempts to start twice, 
that is, if the oil switch is closed twice, without the con- 
verter being connected to the load, then upon the third 
closing, the converter will be definitely locked out. 


D.C. Feeder Control.—The proper method of outgoing 
d.c. feeder control has been one of the most troublesome 
problems of the whole automatic development. There 
was installed (and, in fact, still exists in the Cleveland 
plants) the only type of automatic feeder control avail- 
able at the time these stations were built. In this 
scheme, current limiting resistance is introduced into 
the feeder circuit by the opening of the resistance 
shunting contactor in the event of overload or grounds. 
If the overload persists, the feeder is finally disconnected 
from the station bus entirely. This scheme of feeder 
control has proved very successful when applied to 
interurban and suburban work, but for urban systems 
the scheme has certain limitations which make it un- 
desirable for this type of service. 

For example, a feeder in urban work may be quite 
often subjected to legitimate overloads from extraor- 
dinary car movements, traffic delays or, possibly, power 
trouble on the system elsewhere. Under these condi- 
tions, it certainly is not desirable either to lower the 
potential on the feeder by cutting in resistance, or to 
allow the feeder to be disconnected from the source of 
power, which in all probability is capable of handling 
the overload. Such a procedure would tend to make 
operating conditions still worse. On this property, 
where a premium is placed upon continuity of power 
supply, the policy is adopted of “burning off” all 
grounds possible. This phase of operation cannot be 


obtained with the resistance type of feeder control unless 
the ground is light and the current necessary to clear 
the ground is within the capacity of the current- 
limiting resistance, or nearly so. 


THE SHORT-CIRCUIT DETECTOR PREVENTS UNNECESSARY 
INTERRUPTIONS OF POWER SUPPLY 


Within the past year there has been made available 
a new system of automatic feeder control, known as 
the short-circuit detector, or differentiating method, 
that is, a system differentiating between legitimate 
overloads and grounds. This scheme utilizes a current 
transformer whose primary is formed by the d.c. feeder 
cable. The secondary is connected with control relays, 
which, in turn, cause the feeder contactor to be opened 
only when sufficient current is induced in the secondary 
by the flow of short-circuit current in the feeder cable. 
By this method, the feeder is disconnected from the 
source of supply only in the event of a ground, service 
again being restored when the ground is cleared. By 
utilizing this scheme the feeder is not subject to the 
disadvantage of a reduction in potential in the event 
of legitimate overload. The scheme as it stands does 
not, however, adapt itself to the process of “burning 
off” grounds. 

A feeder control system is at present being installed 
in the Cleveland automatic substations utilizing the 
most important features of the detector, or differentiat- 
ing, system of feeder control, together with an auxiliary 
feeder bus frequently used in manual plants, and, in 
addition, remote supervisory control that, when in- 
stalled, will afford complete control of the direct-current 
feeders. 

With this system in operation all feeders will, as at 
present, be connected to the main converter bus. In 
the event of a ground the feeder will automatically be 
disconnected from the main bus and transferred or 
connected to the auxiliary bus. The auxiliary bus and 
the faulty feeder may then be energized by causing one 
or more tie feeders, fed from other sources, to be trans- 
ferred to the auxiliary bus by remote control. In utiliz- 
ing the potential drop of these feeders, energy may be 
supplied to the faulty feeder, clearing it of ground and_ 
at the same time distributing to two or more plants 
the possible total overload resulting over the feeder 
system. When the feeder has been cleared of ground 
it will automatically be retransferred to the main bus 
again. 


A DEVICE FOR HANDLING FAULTY FEEDERS 


There is also available a heavy-duty current-limiting 
resistance which may be connected by remote control 
between the main and auxiliary buses for handling 
faulty feeders. Both the resistance and the tie feeders 
may be utilized simultaneously for this purpose. 

Which of the methods will be used in clearing a faulty 
section will be dictated by conditions existing at that 
particular time, regarding condition of the plant from 
which the faulty feeder originates, station load, equip- 
ment reserve or availability, etc. It will be noted that 
with the exception of the one heavy duty d.c. bus tie 
resistance, all individual feeder current limiting resist- 
ances are eliminated. 

Details of the remote supervisory control and load 
indication, operating experience with the present au- 
tomatic substations and proposals for future substa- 
tions, will be covered in the third and last article in 
this series. 
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4,000-V olt D.C. Italian 


Electrification Successful 


Picturesque Route from Turin Northwestward Was 
Electrified in 1920—High Voltage Was Selected 
to Minimize Number of Substations and 
Insure Good Transmission Efficiency 


N ANOTHER part of this issue is a letter from the 

Tecnomasio Italiano Brown Boveri, referring to the 
electrified railway operating between Turin and Cérés, 
Italy. This is a disi:ance, measured along the railway 
route, of 26.6 miles. The railway was built from Turin 
northwest to Lanzo in 1876, and was extended to Cérés 
between 1913 and 1916. From Turin the railway climbs 
progressively, with one short stretch excepted, until 
Cérés is reached. The grade increases from 0.83 per 
cent to 3.5 per cent, the last for a distance of less than 
2 miles between Pessinetto and Cérés. Between Turin 
and Borgaro, and Cirié and Cérés the track is single; be- 
ing double between Borgaro and Cirié. The route is a 


* picturesque one, the western end being of a mountainous 


4,000-Volt Locomotive Used on Turin-Lanzo-Cérés Railway 


character. The construction of the line is in harmony 
with the beauty of its surroundings. 

It was expected that the line would be electrified when 
the western section was built, but the war interfered. 
However, in 1918 money was raised for the electrifica- 
tion and operation was inaugurated in September, 1920. 
The voltage of 4,000 was selected so that only one sub- 
station would be required and to give good transmission 
efficiency. This substation, located at Cirié, receives 
three-phase, 22,000-volt, 50-cycle power from the Société 
Anonyme d’Electricité Alta Italia. Provision is made 
for taking power either from the plant at Funghera or 
from a steam station in Turin. 

In the substation each converter group consists of 
five machines mounted as a unit: a three-phase synchron- 
ous motor, two 2,000-volt generators connected in series, 
und two exciters, one for the motor and one for the 
two generators. The motor exciter has an auxiliary 
winding in series with the generators so as to improve 
the power factor of the load. At present two converting 
sets are installed and there is provision for a third. 
Each motor is rated at 716 kw. 

The contact line has a simple catenary suspension, 
the area of the contact wire being 120,000 cire.mil 
(between 0 and 00 A.W.G). A feeder of the same size 
is used in the Cirié-Cérés section. 

There are five locomotives. with these characteristics: 
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MEUELM, 'OVGry DUMPOLs ed newline Keete ae cae eee 42 ft. 
Distance between truck centers.................e00e0 16 ft. 5 in. 
minioy Wheelbase Of trucks.#-0 aes ss ccstualoles oerewcn.. 7 ft. 104 in. 
Emammeter Or Griving wheelswe-ck. ow Pon Goetder eae. kia k. 384 in, 
JNONGH po ola ae eee nee Ariane, ere, Cl Sinan eo iia 46 tons 


Motors, four int numbers... e..nte Oe 140 hp. each at 20 m.p.h. 
MOlcLaee at. DYUSHES %e on one a ee en Tee ts Let 1,800 
Gear ratio 


SE BULO) | cqnts ala oleae she ste OS ate tata Cian Paks a era a Nae Fart -ols 1:3.95 
Maximum speed of WoComobivies tracruc.. <suee cleee wine les 40 m.p.h. 
Tractive eort at 20 iatihie. oh.> oc ewe hie ok es 10,025 Ib. 
UAL INU TARGA RALOTE Pek cir. tact Nein ont rs). 20.500 Ib, 


The locomotives have two pantographs each, with 
greased aluminum shoes. 

The coaches used by this road are of two types: 
first and third class, seating seventy-two persons, and 
third class, seating eighty persons. Both are double- 
truck, 61 ft. 8 in. long over bumpers and of 32 tons 
weight. They are divided into four compartments and 


three platforms, one in the middle. 

The cost of this installation was 5,699,340 lires, or 
about $1,100,000 at par exchange. Of this the substation 
cost $312,000 ($83,700 for the building, the remainder 
for the equipment); the aerial line and track bonding 
cost $400,090; the locomotives cost $360,000, and the 
remainder was for miscellaneous expense. 


With about 


Interior of Substation at Cirié 


40 miles of aerial line, of which 74 miles is in the 
stations, the cost per mile of line is less than $10,000, 
even with copper at 87 cents per pound. The substation 
cost $7,750 per mile of single track, and $212 per 
kilowatt installed. Each mile of electrified track cost 
a total of $27,300. 


The Hope of Reward 


Mr. Nash Argues for a Monetary Incentive for 
Efficient Public Utility Operation 


N A three-page article in the Electrical World for 

March 10 L. R. Nash of Stone & Webster urges the 
adoption by commissions of some rating or merit system 
for efficient service by public utility companies. The 
article is entitled “The Hope of Reward.” He declares that 
the tendencies of the day toward standardization and 
co-ordinated effort are destructive of the highest moral 
standards and efficiency and of that individual incentive 
which is necessary for both. 

The public service field, he says, because of its com- 
parative youth, pioneer spirit and enthusiasm for prog- 
ress, has not yet yielded to the conventionalizing in- 
fluences as much as some others, but if they continue, 
the yielding is inevitable. A system of regulation which 
reduces rates when a gain in economy has been secured 
by the business skill of the management acts to dis- 
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courage further improvement. In that case, he thinks, 
18 holes of golf on pleasant afternoons will prove much 
more interesting to executives than saving a tenth of a 
pound of coal per kilowatt-hour for the benefit of their 
patrons. 

As an illustration he suggests a railway company 
which, by putting on one-man cars or car energy-meas- 
uring devices could effect important economies, but if 
all the savings are to go to the patrons, why bother? 
He also cites, as a case from actual experience, a com- 
pany which spent considerable money in planning out a 
welfare system for its men, in the hope of securing 
greater efficiency and improved morale from them, but 
a commission, in a rate investigation, excluded these 
expenses from the cost of service on the ground that 
the company should not be reimbursed for them unless 
or until the program had been put into effect and had 
proved profitable. 

In conclusion Mr. Nash says that one of the state 
commissions had recently developed an interesting sys- 
tem of grading public utilities, but the purposes of the 
grading have not been disclosed. If there is a slight 
difference, say 10 per cent, he thinks, in the valuation 
or rate of return, based on some merit system, it would 
have a negligible effect upon the amount paid in rates 
by the bulk of a utility’s patrons, but to the utility it 
would have a great incentive to improvement and 
progress. 


Freneh Progressing with 
._Electrification Projects 


Comments on the Tremendous Developments Already 
Under Way on Three Great Transportation Systems 
—Review of Considerations. Which Render This 

a Logical Program ~ ~~~ 


“¢ 


By J. C. THIRLWALL 


Railway Engineering Department, General Kleetric Company, 
Schenectady, N. 


OR the time being the center of greatest activity 

in steam railroad électrification is France, where a 
program’ involving’ approximately’ 5,000 route-miles, 
mostly doublé track; hasbeen adopted.- 
Orleans, the Paris-Lyons-Mediterranean and the Midi 
systems are involved and the work is to be carried out 
within the next twenty years. The direct incentive for 
this move was the desire to conserve fuel and to utilize 
water powers to the greatest possible extent, but the 
need for increasing track capacity also influenced the 
decision. 

Many railroad men in this country picture European 
traffic as much lighter than our own, based on the well- 
known fact that locomotives and cars, both passenger 
and freight, are smaller and lighter than we are ac- 
customed to on our main systems. It may be illuminat- 
ing, therefore, to outline the basic traffic on the Paris- 
Vierzon division of the Paris-Orleans Railway, for 
which electric equipment has been ordered and which 
will shortly be electrically operated. This division in- 
cludes 25 miles of four-track and 118 miles of double- 
track road. One complete steam engine division for 
through trains and one suburban division will be in- 
volved in the change-over. The traffic over this route, 
at the outbreak of the war, was crowding the track 
capacity. While it slumped immediately after the war, 
it is again expanding and the basic schedules for which 
equipment contracts have been placed call for the fol- 
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lowing train movements out of Paris daily: 44 freight 
trains and 106 passenger trains, about half of which 
are suburban trains consisting of motor cars and trail- 
ers. The freight trains average about 1,100 to 1,200 
tons of trailing load, the through passenger trains from 
400 to 700 tons of: trailing’ load, and*the motor-car 
trains 325 to 490 tons total, depending on whether the 
trains are six-car or nine-car make-up. 

Altogether the daily traffic over the 78 miles between 
Paris and Orleans, about one-third of which is four 
track, is about 11,000,000 ton-miles. Of this about 
5,000,000 ton-miles is freight, with approximately the 
same amount of locomotive passenger train ton-miles, 
and akout 880,000 ton-miles in motor-car train move- 
ments. 

Equipment already ordered by the Paris-Orleans in- 
cludes 200 locomotives and eighty motor cars. The 
high-speed passenger. locomotives weigh 123 tons and 
are capable of pulling a 580-ton train at a speed of 75 
to 80 m.p.h., the schedule speeds on the fastest runs 
being as high as, and in some instances higher than, any- 
thing in this country. For the freight service, switch- 
ing and local passenger runs, 71-ton locomotives will 
be used, two being coupled together as a 142-ton unit 
for the heavier freight movements, the double unit, 
however, requiring but a single engine crew. The first 
electrified division, as stated above, will cover 143 route- 
miles and extensions will be made at frequent intervals, 
the first to Limoges, an additional engine division about 
175 miles beyond Vierzon, and next some east and west 
routes where gradients are severe. 

On the Midi, the first electric operation will be over 
the mountain division in-the Pyrenees, some of which 
are already electrified, and the present - contracts cover 
about 155 route-milés. “"The- ‘company has” selé&eted for 
use in freight, -local- “passenger and express-passenger 
service over heavy grades an°80-ton® eight-whéel_loco- 
motive, all the weight being carried on the drivers. 
The. motors are capable of delivering1,000 hp. continu- 
ously, and 1,400 hp. for one hour. The passenger loco: 
motives are geared for a maximum speed of 60 m.p.h. 
All locomotives are arranged for.-multiple-unit- opera= 
tion, so that two or more can be coupled together and 
operated by a.single crew, for use on the heaviest trains. 

The program which is now under way in France is, 
of course, the outcome of the comprehensive study 
made some years ago by a large commission. Now that 
the work is actually being carried out it may be inter- 
esting to review the important considerations which 
render the present program a logical one. 

In the first place, the rails and bridges in France are 
so. much lighter than are usual in this country that 
the American practice of purchasing heavier and more 
powerful locomotives to handle increased traffic would 
have entailed complete rebuilding of road and structure. 
Not only would there be additional weight per axle, 
but the longer wheelbases would have required the 
straightening out of curves. This would have entailed 
prohibitive expense, and the same objection applies to 
the building of additional trackage, water stations, 
shops, roundhouses, turntables, ete., to accommodate 
an increased number of trains hauled by steam locomo- 
tives of the existing weight. Experience had proved 
conclusively that electric locomotives can provide the 
tractive effort for much greater trailing loads without 
increase of axle weight or of wheelbase, and can handle 
longer trains at higher speeds than the steam locomo- 
tive. This permits a material increase in the capacity 
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_ entire weight is available for traction. 
- locomotive costs to build nearly twice as much per pound 


_ for electric. 
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working capacity of any locomotive. 


-ductions in crew wagesi' 


of the existing ails with eorewantally: lower operat- 


ing costs. . 


Weight on drivers is the measure of the effective 
In the steam en- 
gine, this weight is not over.60 per cent of ‘the total, 
including tender; in the electric freight engine, the 


of effective weight, but’ a’ smaller number of units are 


_ required to handle a given freight tonnage, partly be- 


eause of the higher and more uniform speed, and partly 


_ because the electrics need to be less in the shops or 


roundhouses. On the Chicago, Milwaukee & St. Paul 


- Railroad, for instance, forty-two electric locomotives 


displaced 112 steam engines, and in many instances, 
the ratio would be considerably bettered. The com- 
parative weight on drivers would not, however, be in 


_ the same ratio, but would probably average at least 


twice as great for a division with steam haulage as 
The first costs of the two types of locomo- 
tive, therefore, are not far apart, and that for the 
electric may actually be less. 

The cost of the electric distribution system, including 
overhead and substations, is largely offset by savings 
in shops, turntables, roundhouses, water stations, and 
coal and ash facilities, which add, on an average, 50 


per cent to the cost of the steam engines required. 


Excess investment in the electric. structures is more 


than counterbalanced where the need of building addi- 


tional trackage can be postponed for years by a reduc- 
tion m the number of train movements. 


FUEL SAVINGS THROUGH ELECTRIFICATION 


As to economies in operation, records from this coun- 
try and Europe show savings of 60 per cent to 70 per 
cent in the consumption of fuel for electric operation, 
and of 50 per cent to 75 per cent in locomotive repairs 
and engine-house expense, in addition to material re- 
“In most places in this country 
the fixed charges on the investment in power houses, 
substations and overhead lines nearly balance the re- 
duction in fuel costs, but where the price of coal has run 
unusually high as in many sections here and abroad, 
or the cost of electric power unusually low as it is on 
the Milwaukee system, the total charges for power may 
be very materially lower. Moreover, in a country that 
must import nearly all of its fuel,-conservation is of 
vital importance. In France, with water power avail- 
able in the Alps, the Pyrenees and in the central plateau 
district, the possible savings in fuel and in power costs 
are tremendous. The engineers estimate that within 
twenty years the annual power consumption of the three 
roads mentioned, with electrification complete on 5,000 
route-miles, will be about 2,260,000,000 kw.-hr., which 
will all be obtained from water-power Bavelopricnt: The 
same power output from steam locomotives would re- 
quire the burning of at least 6,000,000 tons of coal. 
With coal prices materially higher than they are in 
the United States, the direct money saving is an im- 
_ portant item and the release of this fuel for industries 
in northern France of tremendous economic value. On 


the basis of the present traffic, the coal saving would be 
~ somewhat more than half of this total, and since the 
first divisions to be‘ chang‘ed over will be those involving 
he greatest power consumption, on account of moun- 
tain grades, or because they have the heaviest traffic, 
the initial savings. will probably be proportionately as 
_ great as the eventual. | 
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High-Voltage Locomotives in Europe 
TECNOMASIO ITALIANO BROWN BOVERI 
MILAN, ITALY, Jan. 30, 1923. 


To the Editors: 

Our attention has been drawn to the article on page 
19 of your issue for Jan. 6, entitled ‘1922 Was a Good 
Year in the Field of Heavy Traction.” In this it is 
stated that six 3,000-volt d.c. locomotives, nearly com- 
pleted, will be the first machines of such high voltage 
in Europe. 

We would call your attention to the fact that the 
Turin-Lanzo-Cérés Railway in Italy, constructed by our 
firm, has been operating for two years at 4,000 volts 
direct current. We shall, therefore, be obliged if you 
will correct the above statement in an early issue and 
publish some details of the Turin-Lanzo-Cérés Railway. 

TECNOMASIO ITALIANO BROWN BOVERI. 


[EDITOR’S NOTE:—The statement made in the article 
referred to by the Brown Boveri Company of Italy was 
not that the six locomotives mentioned were designed 
for the highest direct-current voltage used in Europe, 
but that “they will be the first 3,000-volt machines in 
Europe.” This fact was considered of special interest 
in view of the use of that particular voltage in the 
United States and elsewhere. There was no intention 
in the review to compare voltages of different high- 
voltage electrifications. We feel, therefore, that our 
correspondent misinterpreted the statement made in 
the review. 

We are pleased, however, to accept the suggestion 
made in the above letter and give some details of this 
interesting and important 4,000-volt d.c. electrification. 
This is done in an article elsewhere in this issue. | 


Pioneers in the Development of the 
Engineering Association 
BROOKLYN RAPID TRANSIT SYSTEM 


BROOKLYN, N. Y., March 5, 1923. 
To the Editors: 

Anent your editorial on the history of the American 
Electric Railway Engineering Association, appearing in 
the’ March 3 issue, it is suggested that some steps be 
taken to compile a complete roster of those present at 
the meeting held in the power station in Detroit in 
1902, when the association had its real beginning. As 
additions to the list it should be noted that G. W. 
Palmer, former vice-president, stated at the recent 
Chicago convention that he was present and the writer 
also subscribes his name as being among those who 
were on hand. 

It may not be out of place to add that for several 
years the association comprised only mechanical and 
electrical men, track men not being eligible to member- 
ship. About 1906, as I recall it, Past-President Fred 
G. Simmons started to organize a way engineers’ asso- 
ciation, and the writer had some correspondence with 
him about it. Ultimately the way men were permitted 
to join the mechanical- electrical group and the idea 
of forming a second, separate engineering society was 
abandoned. R. C. CRAM. 
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New 180-Ton Passenger 
Locomotives for the New Haven 


One of These Locomotives Will Be Capable of Hauling 
a 900-Ton Trailing Load, or Twelve Pullman Cars, 
Between Grand Central Terminal and New 
Haven in Ninety-nine Minutes at a 
Schedule Speed of 44 M.p.h. 


By W. J. CLARDY 


General Engineering Department 
Westinghouse Electric & Manufacturing Company 


HE New York, New Haven & Hartford Railroad has 

in service almost 600 miles of electrified track, in- 
cluding some of the busiest main-line and yard trackage 
in the world. Yards at Oakpoint and Westchester are 
served entirely by electric switcher locomotives. 

The present electric motive power consists of 106 
Baldwin-Westinghouse locomotives, fifty-two for pas- 
senger, thirty-eight for freight and sixteen for switcher 
service. There are also thirty-five multiple-unit motor 
cars. The first forty-one passenger locomotives, placed 
in service in 1906 and 1908, are of the 2-6-2 type and 
weigh 102 tons complete; the last five were built in 
1919 and are of the 2-6-2 + 2-6-2 type, weighing 180 
tons complete. Recently twelve more of this type were 
ordered. 

Sixteen 80-ton, 0-8-0 type switcher locomotives were 
placed in service in 1912, and thirty-six 110-ton, 2-8-2 
type road freight engines in 1912 and 1913. The first 
of the thirty-five multiple-unit motor cars were operated 
in 1909 and the last eight cars went into service in 
1922. These cars range in weight from 84 to 91 tons 
complete with all equipment (no load) and are really 
locomotives, as each motor car is capable of hauling 
two trail cars. 

The twelve passenger locomotives now under con- 
struction will be identical with the five placed in service 
in 1919, except for some refinements in minor details. 
They will be equipped with six twin motors and will 
operate from an 11,000-volt, single-phase trolley or a 
650-volt, direct-current third rail. The gear ratio will 
be 25 to 89, and the drivers will be 63 in. in diameter. 
Each engine will have two pantographs and four third- 
rail shoes for current collection Of the total weight 
122 tons will be on drivers. 

The new locomotives will rate 2,016 hp. They will 
develop 23,200 lb. tractive effort at 32.6 m.p.h., the con- 
tinuous rating beizxg 15,800 lb. at 39.4 m.p.h. The high- 
speed rating will be 2,424 hp. at 45.5 m.p.h. and 19,900 
lb. tractive effort. A maximum momentary tractive 
effort of 52,500 Ib. will be available and the normal 
accelerating tractive effort will be 36,200 lb. A maxi- 
mum speed of 66 m.p.h. may be attained with safety. 

The mechanical parts of the engine involve an inter- 
esting feature in that the frame is a one-piece steel 
casting for each half of the running gear. That is, 
there are but two frame castings per locomotive and 
these are the largest integral castings ever made for a 
locomotive, each weighing 18,000 lb. 

The quill drive and details are the same as on the 
present locomotives and this type of flexible drive has 
proved very successful. 

The 409 C-2 twin motor, which will be used on the 
new locomotives, rates 336 hp. at 275 volts for one 
hour and 276 hp. continuous at the same voltage. It is 
of the series commutator type with a resistance lead 
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winding in the armature, and compensating windings 
on the field. A twin motor weighs approximately 13,000 
Ib., including bases, axle caps, axle bearings, dust 
guards, commutator lids and gear cases. 

The a.c.-d.c. control equipment will be of the West- 
inghouse unit-switch, pneumatically-operated type, the 
entire control of an engine being handled by twenty- 
eight switches. This is accomplished by connecting the 
motors in four permanent groups of three armatures 
in series. The switches are arranged in three groups: 
motor switches, transformer switches, and resistance 
switches. There will be three starting and nine run- 
ning notches obtained by means of voltage taps on the 
transformer. 

Series-parallel control is not provided for direct-cur- 
rent operation as sufficient speed can be obtained when 
three motors are connected in series. A field shunt, 
which is effective on the last controller notch, will give 
the speed that is necessary in the d.c. zone. 

The airblast transformer will weigh 15,300 lb. and 
rate 2,100 kva. Storage batteries (used on alternate 
days) will provide energy for operating the control 
switches and a motor-generator set will charge the bat- 
teries. Each locomotive will be equipped with an oil- 
fired flash boiler and the necessary oil and water tanks. 
The boiler will have sufficient capacity to heat a twelve- 
ear train. 

The 180-ton locomotive permits the handling of all 
the heavy passenger trains with a single engine. The 
heaviest of the express trains consist of twelve Pullman 
cars of 75 tons weight each, or a trailing load of 900 
tons. This locomotive can haul these trains between 
Grand Central Terminal and New Haven in 99 minutes 
on a non-stop run, a schedule speed of more than 44 
m.p.h. 

The five 180-ton passenger locomotives that have 
been in service the past four years frequently make over 
500 miles per day, the longest single trip being 72 miles. 
A number of the forty-one original passenger locomo- 
tives of the 2-8-2 gearless type (0-1 to 0-41) have now 
made over 1,000,000 locomotive-miles and the others are 
very close to this figure. This is the result of sixteen 
years of successful oeration. 

In concluding the writer would call attention to the 
fact that in the design of passenger locomotives for the 
New Haven, the weight is limited to 181 tons complete 
with all details including sand, water, oil and crew. 
This restriction is imposed on account of the Park Ave- 
nue Viaduct in New York over which passenger trains 
run when entering the Grand Central Station. Further, 
the locomotives must be designed for direct-current 
operation from a 650-volt third rail to permit running 
on the tracks of the New York Central. This, of course, 
complicates the control apparatus. 


Atlanta Window Poster 


BETTER TRAFFIC LAWS 


would bring better street car 


service to the 
250,000 who depend 


upon the street cars daily 


The Georgia Electric Railway is carrying this poster to 
help the campaign for better traffic laws in Atlanta. 
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Association News & Discussions 


General Accounting with Bookkeeping 


Machines* 


Machines Are Used to a Great Extent in the Accounting Work of This 
Property—An Analysis of the Operations and Advantages 
Over Hand Bookkeeping Are Given 


By R. R. PEERY 


Chief Clerk Terre Haute, Indianapolis & Eastern Traction Company, 
Indianapolis, Ind. 


HE use of mechanical appliances in 

the office is becoming more gen- 
eral. The typewriter and ordinary add- 
ing machine are now considered a neces- 
sary part of the equipment for prac- 
tically every office, and the bookkeeping 
machine is rapidly making a place for 
itself. Our equipment consists of two 
11-in. bed, Elliott-Fisher bookkeeping 
machines equipped with crossfooter and 
four seven-digit registers on each 
machine. 


Forms UseD AND How MACHINES ARE 
USED WITH FAcH 
Invoices—Vouchers and Accounts 
Payable Ledger. Approved invoices, 
after they have been audited by comp- 
tometers and a predetermined total 
taken by listing on the adding machine, 
are posted to the distribution ledger. 
Proof sheets are made of such postings 
for checking purposes and are retained 
until the end of the month, after which 
they are destroyed. At the close of the 
month these invoices are accumulated 
by firms, and a total is made. The dis- 
tribution by control accounts is filled in 
on the lower portion of the voucher in 
ink, and the voucher is numbered, with 
month and year given, and is passed to 
the operator for completion. 


The operator then proceeds to write 


the check, remittance statement and 
voucher and post the accounts-payable 
ledger in one operation. The voucher 
number is written in the last column 
for reference in the accounts-payable 
ledger. One add register is used to 
prove that the items listed are correct, 
and the total is written in the second 
column from the right, which is a sub- 
tract register and clears the cross- 
footer. Checks for payment of loss 
and damage claims are made on a spe- 
cial form and are posted to the 
accounts-payable ledger by the same op- 
eration. Proof sheets are made of these 
checks and are attached to the voucher 
at the end of the month, covering all 
payments of this nature made during 
the month. 

The accounts in the ledger are ar- 
ranged alphabetically by name of 
creditor. As payments are made, the 


*Abstract of paper presented at the an- 
nual meeting of the Central Electrie Rail- 
way Accountants’ Association, Lima, Ohio, 
Feb. 23-24. 


bookkeeper enters the amount of such 
payments on the cash book and the 
operator from time to time posts all 
the payments to the accounts-payable 
ledger immediately below the amount of 
voucher, giving the check number. A 
proof sheet of these postings is made, 
showing each entry, and the total is 
accumulated, which agrees with the 
total cash disbursed. 

Distribution Ledger. The distribution 
ledgers are kept in a vertical tub file 
or desk, and are divided into control 
groups, numerically under each group. 
There are from twenty to 200 accounts 
in each division. In other words, the 
accounts in the first control are num- 
bered consecutively, 1 to 28, “Way and 
Structures,” those in the second, 29 to 
44, “Equipment,” etc. Payroll, store 
requisitions and invoices (vouchers) 
are posted at separate runs. 

Store Requisitions. Material issued at 
the storeroom is entered on requisition 
forms which are assorted daily by op- 
erating account numbers and entered 
by the storekeeper to a disbursement 
sheet and forwarded to the auditor’s 
office periodically according to the size 
of the storeroom—weekly, semi-monthly 
or monthly as the case may be. These 
sheets are audited by comptometers for 
errors in extensions and additions and 
are then arranged according to the ac- 
count number and passed to _ the 
operator. The operator first posts to 
“Way and Structures,” then to “Equip- 
ment” and so on. When she has posted 
all the stores on “Way and Structures” 
or the first control, she transfers the 
total to the next column which sub- 
tracts from the crossfooter and leaves 
the machine clear. This transfer shows 
on the proof sheet only. The totals in 
this register are accumulated until the 
entire run is completed and verification 
made against an adding machine total. 

By handling the work in this manner 
we get a total separately and collec- 
tively. At the end of the month these 
proof sheets are recapped by store- 
rooms and used as a journal entry. 

Payroll Distribution. The distribu- 
tion of the payroll is made by the head 
of each department, and the accounts 
are arranged on the sheet in numerical 
order. After being verified against the 
total of each payroll they are passed to 


the operator for posting. The postings 
are made as with the stores’ requisi- 
tions. A proof sheet is made of this 
work by payrolls, and from the sum- 
marized totals, the journal entry is 
made at the end of the month. 


Invoices (Vouchers). When vouchers 
are posted, no division is made by con- 
trols, but as the postings are made the 
amount for each account, as shown by 
the crossfooter, is thrown out into the 
last column on the right, and is al- 
lowed to accumulate in the register so 
as to give the total for the run. This 
grand total must agree with the pre- 
determined total, proving the correct- 
ness of the postings. As all the work 
is handled by separate runs, only one 
adding register is necessary for the 
payroll, store and voucher columns. 


Balancing. At the end of the month 
the various columns on the distribution 
ledger are added and proved against 
the total amount of the requisitions and 
payroll. The total of the vouchers is 
proved against the voucher register 
control, which is kept by the book- 
keeper. 

Payrolls. Department time sheets are 
made up twice each month, are as- 
sembled in approximately the same 
order as each payroll period, and the 
rates checked against the previous pay- 
roll (except for trainmen whose rates 
are checked against the trainmen’s 
roster). Deductions are shown, such 
as time orders or advances against 
salaries, and other miscellaneous items, 
as well as the number of the check in 
the first column on the payroll sheet. 
The sheets are then passed _ to 
comptometers for adding total time, 
verification of extensions, and addition 
to arrive at the total payroll. The 
time sheets are now ready for the 
operator. 


Pay checks for about 1,800 em- 
ployees are written from these time 
sheets (the checks being dated and 
numbered previously by a combination 
numbering and dating machine), show- 
ing the amount earned, time orders, 
other deductions, check number and 
amount to pay. A proof sheet in dupli- 
cate is written at the same time. One 
copy accompanies the checks to the de- 
partment head and the other is kept as 
a permanent payroll record. The ma- 
chine automatically takes care of de- 
ductions, “time orders” and other items 
and the amount to pay is computed by 
the crossfooter, which latter amount 
when written on the check clears the 
crossfooter and a star is shown prov- 
ing the operation to be correct. As 
the amounts are written in different 
columns on the check, four registers 
are used, and the totals are subtracted 
from the registers as each payroll is 
completed. This form of check is not 
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universally used but the banks do not 
object to it. An actual test showed the 
operator was able to write 1,793 pay 
checks, which constitutes an entire pay- 
roll, in eleven hours. 

Earnings Reports. Eleven copies of 
a daily earnings report are made and 
proved to be correct. The machine 
figures the increases and decreases as 
the amounts are written in the first 
two columns, namely, “this year” and 
“last year.” It also furnishes the 
column totals at the same time. 

Conductors’ Overs and Shorts. <A 
daily record of conductors is kept, giv- 
ing the total charges, amount remitted 
and net amount over or short, as the 
case may be. Three registers are used 
for these postings. The first register 
accumulates the total debits, the second 
the total remittances and the third the 
net amount over or short. This work 
is proved against the total of recapitula- 
tion of conductors which gives the total 
for each division. 

Accounts Receivable. Various depart- 
ments advise this office of material sold 
and labor performed for individuals 
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and companies, as well as charges 
against the United States. government 
for transportation furnished, and a bill 
is promptly made in duplicate. These 
bills are then posted to the proper firm 
and an entry is made on the statement 
at the same time. The statement is the 
original and the ledger sheet the ‘car- 
bon copy. Four registers are used for 
this work, one for each column on the 
sheet. At all times we know the exact 
amount due, and this plan enables us 
to mail statements promptly at the end 
of each month. A proof sheet is made of 
all postings, both debits and credits. The 
debit postings less credit memoranda 
issued are proved against the total of 
the invoice register and cash credits 
are proved against the cash book. 

In conclusion I might say that with 
the use of bookkeeping machines we 
have eliminated a lot of possibilities 
for errors such as illegible figures, in- 
correct postings that can be found only 
by checking back the work for the en- 
tire month, etc. We have found that 
they are more economical than the hand 
method of bookkeeping. 


Commission Engineers Hold Conference 


Decide in Washington on Annual Meeting, Also Discuss 
Grading of Utilities for Efficiency 


LANS for an annual conference of 

engineers attached to the state utili- 
ties commissions, to be conducted under 
the auspices of the Bureau of Stand- 
ards, were laid at a meeting at the De- 
partment of Commerce March 2 and 3. 
It was the consensus of opinion of the 
engineers of more than one-third of the 
state commissions that there should be 
an annual conference at which the tech- 
nical and enginering questions involved 
in utility operation could be discussed 
in the interest of the common good. 

This conference was called by Dr. 
F. C. Brown, the acting director of the 
Bureau of Standards. The conferences 
are to be along the lines of those which 
have been in progress many years in 
which the specialists of the bureau meet 
with the weights and measures officials 
of the various states with the idea of 
exchanging views and experiences. In 
addition to the benefits which will come 
from the exchanges of views among the 
utilities engineers, it will give them an 
opportunity to secure first-hand knowl- 
edge of the experiments and research 
which the bureau is conducting on the 
publie utility problems. 

An executive committee was selected 
to work out plans for future confer- 
ences. C. B. Hayden of the Wisconsin 
commission was chosen as the chairman 
of the executive committee and E. C. 
Crittenden, chief of the Electrical Divi- 
sion of the Bureau of Standards, its sec- 
retary. Other members selected are: 
William M. Black of the Maine commis- 
sion, C. R.. Vanneman of the New York 
commission and A. I. Thompson of the 
Oklahoma commission. 

Secretary Hoover, in opening the con- 
ference, pointed out how necessary it is 
te promote uniformity and to prevent 


duplication of effort. Such gatherings 
of engineers, he declared, give an op- 
portunity for each one attending to 
benefit by the accomplishments of 
others. 

Commission engineers who attended 
the conference were: Alabama, I. F. 
McDonnell; Georgia, J. Houstoun 
Johnston; Illinois, J. Howard Mathews; 
Indiana, Earl L. Carter; Iowa, A. B. 
Campbell; Maine, William M. Black; 
Maryland, H. C. Wolf, W. F. Strouse, 
S. A. Covell, Mr. Cullen, L. Ellis, R. Y. 
Gildea and J. L. Wicks; Michigan, Man- 
fred K. Toeppen; New Hampshire, D. 
Waldo White; New Jersey, Coh P. 
Betts; New York, C. R. Vanneman and 
R. H. Nexsen; Ohio, L. G. White and 


STANDARDS FOR GRADING GAS: AND 
ELECTRIC SERVICE 
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Ward Snook; Oklahoma, A. I. Thomp- 
son; Tennessee, F. G. Proutt; Virginia, 
J. W. West, Jr.; West Virginia, James 
Imboden and W. B. Hall; Wisconsin, 
C. B. Hayden; District of Columbia, 
E. G. Runyan, and Connecticut, A. E. 
Knowlton. 


“GRADING PuBLIC UTILITIES 


At the meeting C. B. Hayden, assist- 
ant engineer Wisconsin Railroad Com- 
mision, read a paper entitled “Grading 
Utilities in Conformity to Service 
Rules.” While the paper indicated that 
no criteria had been established yet for 
railways and the study had been con- 
fined to gas, electric and telephone utili- 
ties, the address is of much interest to 
railway men. 

The speaker said that the first order 
issued by the Railroad Commission of 
Wisconsin prescribing certain require- 
ments for gas and electric service was 
made effective in 1908 and the second 
order, which is now in effect, was issued 
in 1918. Very soon after the last order 
came out the service department began 
grading the gas and electric utilities, 
and about a year later, in 1915 or 1916, 
the telephone utilities were given stand- 
ings. It was not the thought when this 
system of grading was started of apply- 
ing it in the way used in schools, where 
it is necessary to keep the pupils placed 
according to the achievements which 
each makes, nor was it expected that 
each utility would pass or secure honor 
marks through the various years of the 
course, with a possibility of failure up 
to the final graduation. It was done 
because it afforded a means of keeping 
track of the utilities according to the 
service standards which had been estab- 
lished, and if possible to determine 
whether there was any increase or de- 
crease in the degree of compliance, from 
year to year, of the utilities throughout 
the state or of any one in particular. 

After use in this way for some time, 
it was determined to try out the scheme 
on the unsuspecting utilities, and it was 
found that the results were decidedly 
good. The utilities which received high 
rank were very much pleased, and in 
most every case put forth effort to im- 
prove their position or maintain it in 
any event. To be sure, some jealousy 
developed, but for the most part the . 
best of feeling existed and a friendly 
rivalry developed for the high rank 
position. 

The weighting of the various stand- 
ards for gas and electric service was 
decided after a number of conferences 
of all the inspectors, and it is believed 
that the result is reasonably proper. 
For gas service, the heating value of 
the gas is given first place in impor- 
tance, pressure variation second, peri- 
odic meter tests third, accuracy of 
meters and calorimeter equipment 
fourth, and the balance of the standards 
of about equal value. For electric serv- 
ice, interruption and voltage variation 
hold first place, periodic tests second, 
accuracy of meters third, and the bal- 
ance of the standards of about equal 
value. The accompanying table gives 
an idea of the plan. 

The speaker then gave the wording 
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and an explanation of the rules or 
standards of each of the subjects in the 
table. - Breage So 9'% 

A somewhat similar set of standards 
was prepared for the telephone com- 
panies. In conclusion, the speaker said, 
in part: 

“For the last few years the service 
requirements imposed by the Wisconsin 
Railroad Commission have been tem- 
pered materially because of the difficul- 
ties which have been the lot of all 
public utilities, and doubtless this con- 
dition has been prevalent throughout 
the country. Special cases, which have 
arisen because of the conditions result- 
ing from the war, have engaged largely 
the time of our engineers, so that the 
personnel of the staff was not sufficient 
to handle the service matters thoroughly 
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and do the extra special work. For these 
reasons the work of grading the utilities 
has not been complete, i.e., while grades 
have been given with their reports on 
all inspections, it has not been possi- 
ble to make the inspections of. all the 
localities, and therefore comparative 
summaries have not been made for two 
or three years. We are getting caught 
up again, though, and will have our 
summary of the gas companies again, 
for this year, for inspection by the 
utility’ representatives at the gas and 
electric association convention this 
month. 

“Tt is our opinion that the practice 
of gradings has been of great value 
and aid to the department and has been 
generally looked upon favorably by the 
utilities.” 


Talks on Management and Operation 


Railway Club Members Hear an Explanation of the Electric Railway 
Situation in and Around San Francisco as Presented by Three 
Executives of Important Local Properties 


T THE Feb. 8 meeting of the Pacific 

Railway Club in San Francisco 
three talks were made dealing in a gen- 
eral way with the problems that, in 
one form or another, continually con- 
front electric railway executives. The 
speakers of the evening were: Fred 
Boeken, superintendent Municipal Rail- 
ways of San Francisco; M. McCants, 
assistant general manager Market 
Street Railway, and J. P. Potter, super- 
intendent of transportation San Fran- 
cisco-Oakland Terminal Railways. Ab- 
stracts of the three talks are given in 
the following: 


Mr. BoEKEN’s ADDRESS 


On the subject of developing traffic, 
Mr. Boeken pointed out that one of the 
peculiarities of San Francisco’s prob- 
lem is that its location on the tip of a 
peninsula limits its future growth to 
one direction, i.e., down the peninsula. 
In commenting on some of the schemes 
for increasing revenue he. said: 

“The European zone system of fare 
collection, which has been introduced in 
a few places in the United States, might 
properly be termed a traffic-developing 
measure. While no doubt the main ob- 
ject of the zone system of fare collec- 
tion is more nearly to equalize the dis- 
tance traveled for the amount paid, 
whether it develops any more car riders 
or not, if properly worked out it should 
at least produce more revenue.” 

He referred to an innovation now be- 
ing tried out in southern California by 
a merchants’ association whose mem- 
bers sell street car tokens with free 
coupons to their customers, the tokens 
being accepted by the street car com- 
pany at the regular rate of fare and 
the coupon being accepted by the mer- 
chant on goods purchased. These tokens 
are accepted only in the off-rush period. 
On store purchases amounting to $1 the 
saving by the use of the coupons is 8 
cents, or a little over half the round- 
trip fare. 


Another somewhat similar method, 
known as the Prole system of coupon 
transfer, he said, provides for a dis- 
count of 5 cents on a dollar’s purchase. 
Both these schemes seemed to Mr. 
Boeken to involve danger of incurring 
the ill will of small storekeepers in. the 
outlying districts. 

Depreciation as affecting changes 
from one type of equipment to another 
is a subject that requires careful at- 
tention. Changes were rapid up to the 
electric stage of operation, the larger 
cities are being forced to elevated or 
subway construction, the radical change 
from one-man horse-drawn cars to ex- 
pensive two-man electric cars has been 
succeeded by a trend toward a lighter 
one-man car again, and there is by no 
means assurance that other radical 
changes may not be necessary in the 
future. “The method of figuring de- 
preciation used by the Municipal Rail- 
way,” he said, “requires the setting 
aside of 14 per cent of the gross rev- 
enue for depreciation and bond redemp- 
tion. In our case this seems to be 
ample as we have a large car-hour rev- 
enue.” In view of the heavy costs of 
operation at present and the uncertain- 
ties of the future, Mr. Boeken did not 
believe that any street railway would be 
in danger of setting aside too much in 
a depreciation fund. 

On the subject of competition, Mr. 
Boeken pointed out that during the 
pioneering days of a city’s development 
competition may have much to do with 
hastening development and bringing 
service and rate of fare to a reasonable 
standard. Generally speaking, however, 
it would seem to be far better for the 
public to have the right to regulate 
service for all than to have certain dis- 
tricts “over-served,” to the detriment of 
other districts not so fortunate as to 
have competition—a waste of service in 
one locality must be offset by a saving 
somewhere else. Then, too, competition 
in electric railways is confined to a nar- 
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row strip on either side of a-line, and 
better service in one section is unlikely 
to be of advantage to residents of other 
sections. 


Mr. McCants’s ADDRESS 


In discussing the subject of. headway 
and rush hours, Mr. McCants stated 
that it is a maxim in street railway 
management that 10 per cent of the 
passengers in any day of twenty-four 
hours will be hauled between 8 and 
9 am. and 14 per cent between 5 and 
6 p.m. As a result, the headway must 
be very short at rush hours, and then 
it must. be quickly lengthened as the 
traffic dwindles in volume. 

Even where large factories or mills 
are willing to co-operate to the extent 
of “staggering” work-hours so that 
large numbers of employees will not be 
dismissed at exactly the same time, it 
would be virtually impossible to limit 
the load in each car to seating capacity 
only and still get the rush-hour crowds 
home in an expeditious manner. Un- 
comfortable though it may be to stand, 
rush-hour passengers must accept this 
condition. The attempt in Berlin to 
carry only passengers for whom there 
were seats has been anything but satis- 
factory; in Rome all seats are removed 
at the rush hour and everybody is 
obliged to stand. 

After pointing out how radically the 
operation of jitneys is opposed to the 
interests of the common weal, Mr. Mc- 
Cants said: “Street railways have long 
been regarded as a monopoly and there- 
fore subject to regulation. They have 
submitted to that regulation, and in the 
face of such regulation have seen such 
irresponsible competitors as _ jitneys 
enter the field. There is, therefore, no 
escape from the logic of this thesis— 
that if the street railway is no longer 
to be a monopoly, it should no longer 
be subject to regulation.” 

The highly beneficial influence of pub- 
lic parks should be utilized to a greater 
extent, and the chief need in accomplish- 
ing this end is an effective means of 
“selling” the parks, not only to tourists 
and other visitors but to residents of 
the city themselves. There should be 
more extensive and more intelligent 
advertising. 

Greater simplification of systems of 
transferring and in the transfers them- 
selves are urgently needed. Stopovers 
and other improper use of transfers 
must be prevented if the railway com- 
pany would avoid serious losses. For 
example, one company tried out its 
system by sending out agents to ride as 
long and on as many lines as possible 
for one fare. One agent rode all day 
on the same fare and ended his day by 
cutting out of a newspaper advertise- 
ment a slip with the same shape and 
size as the regular transfer. He pre- 
sented this scrap of paper and it was 
aecepted. His report to the manage- 
ment, backed up by the reports of the 
other agents, resulted in a new transfer 
system and an estimated saving to the 
company of $1,000 per day. 

On the lines of the Market Street 
Railway the number of transfers issued 
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does not increase as rapidly as the num- 
ber of passengers carried. This may 
indicate either or both of two things: 
First, that the transfer system is be- 
ing operated with increasing efficiency, 
and, second, that the people are being 
educated to saving time by taking more 
short trips. 

The law of diminishing returns, in 
effect, says: “Do not devote all your 
attention to keeping the operating ex- 
penses of your business down to an 
absolute minimum; instead, try so to 
conduct your business that it will give 
the greatest possible profit on the cap- 
ital invested.” If city fathers would 
properly apply that law they would ask 
themselves: “If the street railways are 
not held responsible for the upkeep of 
the paving between and beside the 
tracks, how far will they go in the con- 
struction of extensions? If an ex- 
clusive right-of-way is granted on 
Blank Street, how much faster service 
can we demand? What is the ultimate 
dollar value of all such improvements ?” 

Painstaking research on the part of 
the electric railway company in the 
matter of selecting personnel is very 
much worth while. The attention of 
the Market Street Railway.to this sub- 
ject, Mr. McCants thought, has a direct 
relation to the fact that the turnover 
of men employed by that company is 
now only 21 per cent per annum and 
that within the past four years the 
ratio of passengers to accidents has 
been increased 65.3 per cent. 

Again, the platform men can do as 
much toward “selling” the city to visi- 
tors as would an extensive advertising 
budget. When the columns of the daily 
press are used to educate the public the 
effort is labeled “propaganda.” There 
is no other agency nearly so potent in 
educating the public and creating gen- 
eral good will as an army of enthusi- 
astie employees who render effective 
service cheerfully and boost for the 
“company.” 


Mr. Porrrer’s ADDRESS 


Transportation systems on the east 
side of San Francisco Bay, Mr. Potter 
pointed out, extend from Richmond on 
the north to Alameda on the south, an 
area of approximately 72 square miles, 
with a population of about 360,000 peo- 
ple. Rail systems include three trans- 
continental steam lines, the electrified 
division of the Southern Pacific, the 
Sacramento Short Line and the system 
of street railways operated by the San 
Francisco-Oakland Terminal Railway. 
The combined local and interurban sys- 
tem trackage totals 369 miles in length, 
probably the most comprehensive sys- 
tem of transportation of any city in the 
United States comparable in size and 
population. 

The demand for express or restricted 
service from the different municipali- 
ties, particularly between residential 
and business districts, is becoming more 
pronounced as the population increases 
and the peak hours of travel grow 
heavier. At the same time the possi- 
bility of providing restricted stop serv- 
ice is becoming more limited by con- 


gested traffic. As the morning and 
evening peaks increase the large num- 
ber of units necessary to move the 
traffic materially slows up schedules. 

In endeavoring to find some relief at- 
tention is being given to the possibility 
of multiple-unit control with a seating 
capacity of not less than fifty passen- 
gers, using cars equipped with auto- 
matic couplers and operating in two or 
three car units. 

The Key Route transbay service. is 
largely rush-hour business, and of the 
average haul of 42,000 passengers per 
day in 1922 on the transbay system 46 
per cent rode during a two-hour travel 
peak. Because of this condition it was 
necessary to provide an average of two 
seats for every passenger. On_ the 
ferry system the provision was more 
than three seats for each passenger 
transported. The combined Key Route 
and Southern Pacific systems operated 
more than 54,000,000 vacant seats last 
year; this, despite the fact that in 
1922 the Key Route had the heaviest 
travel since 1915 (the year of the 
Fanama-Pacific International Exposi- 
tion). These figures were cited to show 
how the rush-hour one-way service 
loads -up the system with “return 
empty” hauls. This does not indicate 
the provision of more seats than abso- 
lutely necessary. An accurate log or 
train chart of every train, car and boat 
is kept to show just how much the 
seating capacity is above or below the 
demand. 


Illinois Electric Railways 
Association 
HE Illinois Electric Railways Asso- 
ciation will hold a joint meeting 
with the Illinois Gas Association and 
the Illinois State Electric Association 


at the Hotel Sherman, Chicago, on 


Wednesday and Thursday, March 14 
and 15. The morning sessions will be 
joint meetings and the afternoon ses- 
sions will be separate meetings for 
each association. 

The following will be among the 
speakers at the morning sessions: 
Charles M. Thompson, dean College of 
Commerce and Business Administration, 
University of Illinois; Ralph E. Heilman, 
dean Northwestern University School of 
Commerce; Martin J. Insull, vice-presi- 
dent Middle West Utilities Company; 
Britton I, Budd, president Chicago Ele- 
vated Railroads; E. W. Lloyd, chair- 
man N.E.L.A. Joint Committee for 
Business Development; . George R. 
Jones, chairman Illinois Committee 
Public Speaking Bureau; E. Hill Leith, 
Halsey, Stuart & Company; B. J. Mul- 
laney, director Illinois Committee on 
Public Utility Information. 

The following papers are scheduled 
for presentation at the railways sec- 
tion: “Future of the Electric Railway 
Business,” by W. H. Sawyer, East St. 
Louis & Suburban Railway; “The Sale 
of the Ride,” by Walter Jackson, con- 
sultant, New York City; “Advantages 
of Americanization of Railway Em- 
ployees,” by C. B. Goodsell, Chicago, 


North Shore & Milwaukee Railroad;. 


“The Manufacture of Railway Equip- 


ment,” by C. E. Thompson, Chicago, 
North Shore & Milwaukee Railroad; 
“Paving,” by John B. Tinnon, Chicago & 
Joliet Electric Railway; “Stores and 
Inventory Methods,” by a representa- 
tive of the Bureau of Commercial Eco- 
nomics. 

The joint annual banquet of the three 
associations will be held on the evening 
of March 14 at the Hotel Sherman. 
Charles A. Luther, Peoples Gas Build- 
ing, Chicago, is chairman of the ban- 
quet committee. 


C.E.R.A. Meeting in July 


N THE summary of association meet- 

ings scheduled for the next few 
months, which was printed in the 
ELECTRIC RAILWAY. JOURNAL for March 
3, page 374, the date given for the Cen- 
tral Electric Railway Association sum- 
mer meeting was that originally an- 
nounced. Since the first announcement 
a change in the date has been neces- 
sary, the date of the meeting now being 
July 18, 19 and 20. 


New England Street 
Railway Club 


HE annual meeting and banquet 

of the New England Street Rail- 
way Club will take place on Thursday, 
March 22, at the Copley-Plaza Hotel, 
Boston. 

At the banquet George W. Gardiner, 
vice-president of the Union Trust Com- 
pany, Providence, will act as toastmas- 
ter. The speakers scheduled include: 
His Excellency Channing H. Cox, Goy- 
ernor of Massachusetts; Hon. James 


M. Curley, Mayor of Boston; William 
H. P. Faunce, D.D., LL.D., president 
of Brown University, and Robert H. 
Newcomb, executive assistant Boston & 
Maine Railroad. 


American 
Association News 


Committee of One Hundred 


HE executive committee of the 
Committee of One Hundred met in 
New York on March 5. The committee 
listened to a report of the joint commit- 
tee of the publicity committee of the 
Committee of One Hundred and the ad- 
vertising section of the association’s 
Bureau of Information and Service, and 
thereafter approved a plan for solicit- 
ing funds with which to carry on the 
work of the Committee of One Hundred. 
The plan adopted is practically the same 
as that by which funds were raised 
when the Committee of One Hundred 
was first organized. Each member com- 
pany of the association will be re- 
quested to contribute an amount equal 
to 50 per cent of the annual dues paid 
the association. This plan was brought 
before the committee by the sub-com- 
mittee on finance, of which Randa 
Morgan is chairman. 
Those present at the meeting of the 
executive committee were the chairman, 
General Guy E. Tripp, and C, D. Em- 
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mons, J. H. Pardee, L. S. Storrs, F. R. 


H. Harries, J. N. Shannahan, J. H. 
Choat, O. D. Young, and J. W. Welsh, 
Labert St. Clair and J. W. Colton. 


Publicity 


oat ITS meeting held on March 5 the 
American Association committee on 


_ publicity spent most of its time hearing 


and discussing a report from Labert 
St. Clair on the work of the committee 
of 100. The committee also considered 
plans for countrywide publicity for 
those features of the electric railway 
situation on which general information 
seems now to be particularly needed. 
The committee was fortunate in having 
President C. D. Emmons in attendance. 
F. R. Coates, chairman, presided, and 
the meeting was also attended by J. N. 
Labert St. Clair and J. W. Colton. 


Revised Transportation & Traffic 
Rules for City Operation 


HE standard code of rules of the 

Transportation & Traffic Assotia- 
tion for city operation, which were re- 
vised at the last convention primarily 
to extend their range to cover the oper- 
ation of one-man cars, are now being 
reprinted in suitable pocket-sized form. 
They can be had in bound form, 
with the association’s standard cover, 
or unbound to permit the use of a spe- 
cial cover and additional inserts if de- 
sired by a local company. 


Problems of the Purchasing Agent 
and Storekeeper 


HE Engineering Association com- 

mittee on purchases and stores met 
in New York City on March 5, with 
almost a perfect attendance. Those 
present were B. J. Yungbluth, chair- 
man; W. S. Stackpole, vice-chairman; 
W. C. Bell, J. P. Dick, J. F, Fleming, 
W. N. Ford and H. H. Lloyd. 

A report was received from a sub- 
committee appointed to prepare proper 
instructions for putting into effect the 
approved “Materials Classification.” A 
meeting of this sub-committee had 
been held in Baltimore on Feb. 15. As 
amended by the main committee, this 
report is as follows: 


For the proper operation ofa ‘‘Materials 
Classification” it is recommended that all 
items of material handled by or through 
the supply or stores department be desig- 
nated by a class number. 

All such items should be divided into the 
various classes as shown in the “Materials 
Classification’”’ and then an inventory taken 
to establish the money value of material in 
each class, after which, in order to main- 
tain the classification, it will be necessary 
to keep a record of receipts and issues un- 
der each material class listed, and to make 
statement of total values monthly. 

The class to which material is to be 
charged or credited should be designated 
by the storekeeper, by notation against 
each item on stores requisition on purchas- 
ing agent, invoice, storeroom report of ma- 
terial received and storeroom report of ma- 
terial issued. The class number should be 
used on eyery transaction, and record of 
each item which is kept in stock. Espe- 
cially ordered material not charged to sup- 
ply account, need not be classified unless 
desired. 

As a matter of convenience to the store- 
room force in fixing the class to which any 
article belongs, some companies using ‘“Ma- 
terials Classification” find it desirable to 
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use a numerical numbering system. To 
accomplish this, it is recommended that all 
items subdivided under each class be ar- 
ranged in alphabetical sequence, writing 
the noun first and further description after 
the noun, as, say, in Class No. 31. 


Arms, pressure, for GH-57 brushholder. 
Arms, pressure, for GE-200-J brushholder. 
Blocks, brush yoke, for WH-101 motor. 
Caps, axle bearing, for WH-307 motor. 
Shafts, armature, for WH-514-C motor. 


After this has been done an individual 
class number should be applied to each 
item of material, the first two figures of 
this class number to be the same as, and 
to represent, the class to which the material 
belongs, the remaining figures to designate 
the numerical position of the item in its 
class. AS an example, say, in Class No, 17, 
individual numbers applied to machine bolts 
might be as follows: 


Bolts, Machine 


Class No. 1772 a. x 2a. ink 
Class No. 1773.. a axe 539 inh 
Class No. 1781.. AS SRS em tes 
Class No. 1782... le x Sh) Wn, 

In assigning class numbers sufficient 


space should be allowed between numbers 
to provide for additional items which may 
be added to the material classification from 
time to time. In this connection it is ad- 
visable to handle the numbers in groups 
for each kind of material, such as assign- 
ing class numbers 1,700 to 1,799 to ma- 
ue bolts, 17,200 to 17,259 for lag screws, 
Etc. 

_ As a form for a monthly statement show- 
ing the transactions in classified material, 
reference is made to Exhibit B as shown 
in the 1921 report of the committee on stores 
accounting, and the samples submitted here- 
with, being those used by the United Rail- 
ways & Electric Company of Baltimore and 
Public Service Railway Company, New Jer- 
sey, as being typical ones which might be 
adopted with such modifications as may be 
deemed necessary to suit the needs of any 
individual company. 

Supplemental detailed forms necessary to 
prepare this statement can be designed by 
companies to meet their requirements. 

In this connection it was decided that 
a joint meeting with the stores account- 
ing committee of the Accountants’ As- 
sociation would be desirable for the 
purpose of obtaining agreement with 
that committee on the method of putting 
into effect the proposed materials classi- 
fication and agreement with regard to 
inventory methods. An endeavor’ will 
therefore be made to hold a joint meet- 
ing, and June 4 or thereabouts was 
selected as a desirable date on account 
of the convention of the National Elec- 
tric Light Association, which will be 
held during the week of June 4. 

The committee then discussed in de- 
tail the preliminary program for the 
special session of purchasing agents and 
storekeepers which will be held at the 
coming annual convention. There will 
be papers by prominent storekeepers 
and purchasing agents, with prepared 
discussions by carefully selected speak- 
ers. The meeting will be given special 
publicity to show a good attendance. 

A large part of the meeting was 
taken up with the subject of periodic 
inventories, with debates on the rela- 
tive merits of the stock book form 
presented at the 1921 convention by 
the joint committee on stores account- 
ing, the perpetual inventory system and 
other methods of control. As the com- 
mittee was not prepared to vote unani- 
mously in favor of the stock-book plan, 
a vote was not taken with regard to its 
general recommendation, but the com- 
mittee will study the system with a 
view to reaching a unanimous decision 
prior to the joint meeting with the 
stores accounting committee. 

The chairman appointed Messrs. Ford 
and Bell to collect data from a selected 
group of companies, so as to show the 
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outstanding feature in connection with 
the investment in, and the control of, 
materials and supplies. A question- 
naire will be used for this purpose. 


One-Man Interurban Cars 


HE practicability of the one-man 

car and plans for obtaining infor- 
mation from all parts of the country 
concerning its operation were discussed 
at a special meeting of the committee 
on one-man car operation of the Ameri- 
can Electric Railway Association at the 
Hotel Gibson, Cincinnati, Feb. 19. 
Following the conference it was an- 
nounced that the committee would send 
out questionnaires to all electric rail- 
ways to obtain their opinions on the 
one-man car and the advantages and 
disadvantages of the light-weight car. 
J. P. Pope, general manager Kentucky 
Traction & Terminal Company, was 
chairman of the meeting, at which the 
following also were present: N. W. 
Bolen, H. C. DeCamp, J. E. Duffy, A. L. 
Reynolds, Karl A. Simmon, A. Swartz, 
L. G. Van Ness, A. E. Wood, A. H. 
Clifford and T. C. Cherry. 

Following the meeting the committee 
was entertained with a dinner at the 
hotel by officials of the Cincinnati Car 
Company and the railway department 
of the General Electric Company. 


Association Bulletins Available 


ECRETARY J. W. WELSH states 

that the following reports and com- 
pilations are available to association 
members in good standing: 

Working Conditions of Trainmen: A 
tabulation of the replies of over 250 
companies to a questionnaire sent out 
in February, showing hours of labor, 
length and types of runs, overtime 
rates, extra compensation allowed for 
special work, number of trainmen em- 
ployed, labor turnover, etc. 

One-Man Car Legislation: A record 
of unsuccessful attempts by means of 
statutes, ordinances, ete., to prohibit 
the operation of street railway cars 
with one man; the second supplement 
to a compilation originally issued 
May 1, 1921. 

Bus Franchises: A summary and 
analysis of the principal provisions of 
the franchises or permits under which 
electric railways are now operating 
buses. 

Metal Fare Tokens: A list of 105 
electric railways using metal fare 
tokens, with a photographic reproduc- 
tion of the tokens used by each com- 
pany, showing all types in use and both 
sides of each type. 

Financial and Operating Statistics of 
Electric Railways for the Calendar 
Year 1922 as Compared with 1921: 
Gives the combined income statement 
of a large group of companies report- 
ing to the association and their op- 
erating expenses subdivided into the 
primary accounts in totals and on a per 
ear-mile basis. Also gives operating 
and traffic statistics from which cer- 
tain significant ratios are calculated to 
indicate the underlying conditions of 
the industry. 


418 


ELECTRIC RAILWAY JOURNAL 


Maintenance of Equipment 


Maintenance of Car-Type Electrolytic 


Lightning Arresters 


When Operating Troubles Occur They Point to Some Definite Cause 
That, in Most Cases, Can Be Overcome by Careful 
Inspection and Maintenance 


By L. R. GOLLADAY 
Supply Engineering Department_Westinghouse Hlectric & Manufacturing Company, 
East Pittsburgh, Pa. 


LTHOUGH an electrolytic light- 
ning arrester requires a certain 
amount of attention, it furnishes, 
when in good condition, a protection 
against storms that is unsurpassed. 
Consequently, if the original invest- 
ment in this type of arrester was 
wise, it-is only economic folly to lose 
the value of its protection by giving 
it insufficient or improper attention. 
An electrolytic arrester for 600- 
volt street car service is shown in the 
accompanying illustration. In the top 
compartmenet of the case is the in- 
closed fuse, and in the lower compart- 
ment are the two balancing resistors 
and electrolytic cells. These three 
elements are the parts of the arrester 
that require the most careful atten- 
tion. An arrester with a blown fuse 
has no protection value and, since 
this is the most common operating 
trouble, it should be examined first 
in the course of an inspection. The 
blowing of fuses can be largely 
avoided by charging the arrester 
each time it is placed in service. 

The resistors should rarely cause 
any trouble. If one should develop 
an open circuit, it will usually cause 
the cell shunted by that resistor to 
overheat and perhaps boil out the 
electrolyte. This is an indication 
of a defective resistor. A resistor, 
broken by a severe shock, will cause 
such trouble. 

The wearing parts of the arrester 
are the aluminum electrodes, Their 
life, as well as the protection, is in- 
creased by proper maintenance. Much 
care should be taken to see that the 
electrolyte is not contaminated by 
foreign matter. The electrolyte must 
be mixed. with clean distilled water 
in clean glass or earthenware vessels 
that have first been rinsed -in dis- 
tilled water.. The containers should 
not stand uncovered where dust can 
settle in the electrolyte. When han- 
dling the aluminum pieces, especial 


care should be taken that they do 
not touch anything. 

When in good condition the electro- 
lyte is clear and there is no sediment 
in the bottom of the cell. Brown spots 
on the cell plates do not indicate 
trouble in the cell. However, rapid 
corrosion and sludging are indicative 
of unsatisfactory conditions within 


Westinghouse Type A. R. Arrester 


the cells. After corrosion has once 
started it is not possible to stop it 
except by renewing the plates and 
electrolyte. The condition of the cells 
may be checked by measuring the 
leakage current with a milliammeter 
after disconnecting the resistors. If 
this current is much greater than 3 
milliamp., the cell is not in good con- 
dition. The-resistors take four or 
five times the current of the cells. 
The life of the cell plates and elec- 
trolyte will be somewhat prolonged 
if the arrester is taken out of service 


in the winter season, which can be 


done if there is no lightning during 
this part of the year. Good results 
will be obtained if the electrolyte is 
removed from the cells and stored in 
an earthenware jar while the arrester 
is out of service. After allowing 
time for the separation of the oil 
and electrolyte, the former may be 
siphoned off and kept in a separate 
container. If the electrolyte is in 
good condition and kept covered, it 
can be used again. If the condition of 
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the electrolyte is not certain, how- 
ever it is better to use new electro- 
lyte.. When taking an arrester out of 
service the cell plates should be re- 
moved from the jars, cleaned with 
gasoline, rinsed in distilled water, 
and put back in the jars. 

The life of the cell plates and elec- 
trolyte will be shortened by an un- 
usually high operating temperature. 
For this reason it would be better 
to mount the arrester underneath the 
car rather than inside or on top of 
the car, where the temperature would 
undoubtedly be higher than is recom- 
mended for the satisfactory opera- 
tion of electrolytic arresters. 


Baggage Cars Converted for 


Passenger Service 


HE New York, Westchester & 
Boston Railway has recently com- 
pleted the conversion of two baggage 
cars into passenger cars. When these 
cars, Nos. 201 and 202, were orig- 
inally built in 1911, they were de- 
signed for combined baggage and 
passenger use.- A partition about 
one-third the way from one end of 
the car divided it into two compart- 
ments, the smaller of which was used 
for baggage. A separate door to 
this compartment was placed where 
the third window of an ordinary pas- 
senger car would have been. The 
larger compartment was fitted up in 
the usual way with upholstered seats. 
Soon after these cars were built; 
however, the railroad entered into 
an arrangement with the Adams Ex- 
press Company, which involved the . 
handling of more express business 
than could be conveniently taken care 
of by the small baggage compart- 
ments in the two cars. All the seats 
were taken out of the passenger end 
and the cars used solely for baggage. 
They were operated in that way: for 
a number of years until the arrange- 
ment with the express company was 
terminated as a result of the war. 
Then the cars were relegated to the 
storage yard and gradually stripped 
of most of their equipment. But the 
effect of the war, which first de- 
stroyed the usefulness of the cars, 
was later the reason for bringing 
them back into service. 
A short time ago there developed 
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a need for more passenger equipment 
on the New York, Westchester & 
Boston. The cost of new rolling stock 
was prohibitive, and so J. T. Hamil- 
ton, superintendent of equipment, hit 
upon the expedient of converting the 
old useless baggage cars for pas- 
senger service. The partitions were 
taken out, bars removed-from the 
windows, baggage doors replaced by 
windows and new seats installed. 

In appearance today, inside and 
out, they are indistinguishable from 
the ordinary passenger cars. In 
spite of the fact that much expensive 
equipment which had been removed 
from the cars during their period 
of idleness had to be replaced, the 
cost of converting them was about 
one-fourth the cost of new cars. 


Convenient Babbitting Jigs 


HE accompanying illustration 

shows some of the babbitting 
jigs used by the Eighth Avenue Rail- 
road in New York, N. Y., for babbitt- 
ing armature and axle bearings. The 
first and second jigs shown in the 
illustration beginning at the left are 
used for babbitting axle bearings. 


Convenient glee for Babbitting 


The view at the extreme left shows 
the jig completely assembled and 
ready to pour the lining for a bear- 
ing. The next illustration shows the 
various parts. The base consists of 
an angle plate with a half round por- 
tion in the upright part of the same 
diameter as the armature shaft or 
the inside of the bearing after it is 
babbitted. The outside portion fits 
between the two fastenings shown 
at either side, and this is forced up 
close to the base by means of a clamp- 
ing strip witha handle. A top plate 
is provided with an opening cor- 
responding to the space to be filled 
with babbitt. This has a handle and 
by moving the plate across the end 
as the babbitt cools, a smooth end 
surface is produced. 
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Our Creed 


To do a little better than is ex- 
pected of us; 


To be a little ahead of time 
rather than a little behind it; 


To be as anxious to perform as 
to promise; 


To furnish results and not ex- 
cuses; 


And, above all else, to remem- 
ber that we are spending the 
company’s money and not 
our own, and that we should 
therefore exercise more than 
ordinary care as to how we 
spend it. 


This “creed,” epitomizing the purpose of 
the department of rolling stock and shops 
of the United Railways & Electric Company 
of Baltimore, hangs in the office of A. T. 


Clark, the superintendent of those shops. 


The two jigs shown at the right 
in the illustration are for babbitting 
armature bearings. These have a re- 
cessed base with an_upright shaft in 
the center. The flanged ends of the 
armature bearings rest in the cir- 
cular recess at the bottom. The base 
is provided with a handle for con- 


Armature and Axle Bearings 


venience. Of course, the complete 
circular portion is babbitted for 
armature bearings, while but one- 
half is babbitted for axle bearings. 


Platform for Washing 


Ventilator Glass 


SHE cleaning of cars of the New 

York & Harlem Railroad is under 
the supervision of the mechanical de- 
partment. Car cleaning is done on a 
time basis, and the time schedule for 
cleaning ventilator glass and the 
clearstory of cars is an even multiple 
of that for washing the car bodies. 
In order to facilitate the washing of 
the clearstory, elevated platforms 
have been constructed on either side 
of the track used for bringing the 
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cars into the shop for cleaning. Two: 
men are stationed on these platforms 
to clean. the ventilator glass and 
clearstory of cars due for this clean- 
ing. This method permits of much 
better workmanship and better at- 
tention to the washing of the upper 
parts of the car bodies. 


Fall River Shop Notes 


HE Eastern Massachusetts 
Street Railway’s Fall River divi- 
sion shops have recently been greatly 
improved. A visitor to these shops 
notices a number of little conveni-. 
ences which conduce to economical 
maintenance. Some of these follow: 
On a board conveniently mounted 


Back 
b 


O 


Canvas Cover for Protecting Sand Spout 
from Wheel Splash 


for the inspectors to examine are. 
examples of well-worn and im- 
properly-worn brake shoes, and other- 
exhibits, which serve as a constant 
reminder as to how to get the most 
out of the wearing parts. 

In order to save space all material 
which can be stored overhead is so 
stored. For example, sweeper brooms. 
are piled on a high shelf mounted 
between building columns. They are 
thus in plain sight, but absolutely 


out of the way. 


An old single-truck car has been 
rigged up as a carhouse sand car, to: 
facilitate filling of the sand boxes 
on the cars. Two longitudinal bins. 
were built in this sand car, with 
openings at the side, closed with 
slides, to permit pails to be filled. 
The sand car is run alongside: the 
drying room for filling, and is then 
moved about-as required. 

A home-made trolley pole tension 
tester has been found useful. It con- 
sists of a trolley catcher, suitably 
weighted. An iron handle is at- 
tached for convenience in carrying. 
A rope of length ‘equal to that at 
which it is desired to test the tension 
is attached to the trolley catcher, 
which keeps it wound up when the 
device is not in use. When the end 
of the rope is hooked over the end 
of the trolley pole and the weight just 
balances the tension. when the weight: 


420 


ELECTRIC RAILWAY JOURNAL 


clears the ground, the tension is 
correct. 

It was found desirable to protect 
the spring sand spouts on the cars 
from wheel splash so that they would 
not become damp. and clog the sand. 
For this purpose the spouts were 
covered with fire or other canvas 
hose and a canvas shield was slipped 
over the spout and tacked up against 
the bottom of the car. This shield 
is of the form shown in the accom- 
panying diagram. It is tacked 
against the bottom of the car along 
edges A, B and C, being folded along 
the lines D and E. The back is toward 
the wheel, the front being open. For 
tacking up the canvas a tack driver 
consisting of a weighted rod sliding 
in a small piece of gas pipe was found 
convenient. 


Reinforcing Outside 
Corners of Truck 


Pedestals 


HE New York & Harlem Rail- 

road, New York, N. Y., experi- 
enced some difficulty through the 
breaking of truck frames at the out- 
side corner of the truck pedestal. 
This trouble has been-overcome by 
reinforcing this point with an angle 


Truck Pedestal Reinforced by Angle 
Iron and Welding 


iron welded to the upright and split 
at the bottom so as to extend down 
the side of the truck frame. The 
center part of the angle at the bot- 
tom is bent back so as to lie on the 
top of the truck frame. -A 3 in. x 
3 in. x }in. angle is used. The accom- 
panying illustration shows one of 
these side frames as repaired. The 
welding is done by the oxyacetylene 
process. 


Old Axles Afford Very 
Useful Material 


HE Market Street Railway of 
San Francisco has found so 
many uses for old axles that not only 
does it use all those taken from obso- 
lete trucks of its own equipment, but 
the purchase of old axles from steam 


railroads has been found economical. 
The old axles are first heated in the 
oil furnace and then hammered out 
under the steam hammer to smaller 
diameter and greater length. This 
reworking materially improves the 
quality of the metal. It is used for 
filler bars in built-up crossings and 
frogs, tongues for switches, and for 
miscellaneous heavy forgings. 


Trolley Rail Height Gage 


FTEN it becomes necessary to 

gage the height and alignment 
of the trolley or third rail. A me- 
chanical device for this purpose has 
been used in the past with some de- 
gree of success. A new apparatus 
using a hydraulic principle is now 
used on the Chicago Elevated Rail- 
roads which has proved more simple 
in construction and more accurate in 
results. 

A trolley board or shoe beam is 
equipped with a cylinder made of 
l-in. brass tubing placed vertically 
through the board. The piston which 
operates in this cylinder has on one 
end a yoke or harp carrying two 
rollers 5 in. long by 2 in. in diameter. 
The piston is supplied with double 
leathers on its upper end. Suitable 
couplings and hose connections are 
made to the upper end of the cylinder 
and to a graduated glass tube prop- 
erly mounted in the car. The sys- 
tem is filled with soap solution and 
calibrated. 

The rollers ride upon the trolley 
rail, and the variation in height of 
the rail is transmitted through the 
liquid by the action of the piston in 
the cylinder to the graduated tube. 
A device of this type is placed on 
each side of the car in order to 
obtain readings on lap rail and spe- 
cial rail. Two observers in the car 
take readings at intervals of 200 ft. 
of track and also at high and low 
marks, and a recorder plots these 
readings directly on a_ previously 
prepared chart. 

The ratio of the area of the piston 
to the area of cross-section of the 
glass tube is the determining factor 
in the degree of sensitiveness of the 
apparatus. After experimenting it 
was found that this ratio should be 
1 to 1, that is, the diameter of the 
cylinder should equal the diameter of 
the graduated glass tube. 

Records plotted by this method 
were checked and found to be more 
accurate, in showing the true condi- 
tions, than the foreman’s rail height 
gage. As will readily be seen, this 
plotted record shows the _ height 
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under operating conditions with the 
weight of the car on the running 
rail. A careful study of this record 
discloses conditions of the roadbed 
as well as of the trolley rail, and 
serves as a guide to reconstruction. 


New Equipment 


Available 


Continuous Roller Side 
Bearings 


NEW type of roller side bearing 
has just been placed on the mar- 
ket by the Burry Railway Supply 
Company, Chicago, Ill. The rollers 
and axles are of high-carbon steel, 
and malleable iron is used for the 
renewable bearing bushings, housing 
and wedges. The roller revolves on 
its axle and the axle in turn revolves 
in a renewable interlocked bearing 
bushing. This type of construction 
is intended to overcome trouble such 
as the wearing of an oblong hole in 
the housing, which of course lowers 
the roller and increases the side 
bearing clearance, thus making it 
necessary to renew such housings. 
The new type bearing is being 


New Continuous Roller Side Bearing 


marketed under the trade name of 
“Paragon.” The roller and the renew- 
able bearing bushing have chafing 
flanges. These engage each other to 
prevent endwise movement. Outside 
endwise movement of the axle is re- 
sisted by the solid end of the hous- 
ing. The renewable bearing bushings 
are designed so that the hexagon 
shape of the lower half fits in sim- 
ilar recesses in the housing, thereby 
preventing the bearing bushing 
from rotating with the axle, and 
as the surface of the bearing bush- 
ing engaging the recess of the hous- 
ing is of generous width, all wear of 
the housing is eliminated. , 

The ‘‘Paragon” bearing bushings 
are easily renewed without removing 
the side bearing housings from the 
truck or body bolster. 
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Negotiations Suspended 


Winnipeg Electric Railway Temporarily 
Withdraws Request for Franchise 
Extension 


After twelve months of negotiating 
the Winnipeg (Man.) Electric Railway 
has temporarily withdrawn its request 
to the City Council for an extension of 
its franchise. The city of Winnipeg 
has the option in 1927 of purchasing the 
railway property.. If it does not then 
purchase, the franchise is automatically 
extended for a recurring period of five 
years. Negotiations looking to an 
agreement deferring the period at 
which the city. could take over the 
railroad property for ten years—until 
1937—were undertaken by the company 
in order to enable it to do certain financ- 
ing which would mean an extension of 
the transportation system in Winnipeg 
on a large scale. 

A. W. McLimont, vice-president of 
the company, who personally conducted 
the negotiations. with the Council, re- 
vealed his plans for a future transpor- 
tation system that would keep abreast 
of the requirements of the city. The 
plans were finally incorporated in a 
draft agreement referred to previously 
in the ELEcTRIC RAILWAY JOURNAL. 

Among the concessions agreed to by 
Mr. McLimont in consideration for the 
extension was a schedule of lower fares, 
payment by the company of a share 
in the cost of building bridges and sub- 
ways, placing wires underground in the 
business section of the city, adjustment 
of franchises in municipalities outside 
the city limits and a number of im- 
portant extensions to track. 

While this agreement met with the 
favor of the majority of the City Coun- 
cil, the labor group objected to the 
franchise question being dealt with at 
any time prior to 1927. This opposition 
protracted the negotiations. 

Mr. McLimont said to the Council: 

The bankers take the position that the 
very determined and continuous opposition 
to the franchise negotiations by certain 
members of the City Council and from -in- 
fluential quarters elsewhere is very detri- 
mental to the company’s financial standing 
and credit, and on account of the long de- 
lay that has already taken place in nego- 
tiations, the uncertainty as to when the 
matter will be ended, what the final out- 
come will be, and the general conditions 
now prevailing in Winnipeg, the bankers 
seem very reluctant to consider any ar- 
rangement which would require them to 
provide for the large financial obligations 
involved and which would be necessary to 
carry out the program outlined in the draft 
agreement now before Council, and advise 
us to suspend negotiations temporarily. 

other matter strongly influencing the 
bankers is the financial showing made by 
the railway department of the company for 
1922, which was very disappointing. Con- 
ditions are not improving so far this year, 
and. it would be impossible in the face of 
these conditions to justify putting into 
effect the fares proposed in the agreement. 

Under all these circumstances we feel 
that the only proper action to take is to 
suspend negotiations for the time being. 


After considering all phases of the situa- 
tion the bankers intimated to me that they 
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were prepared to consider providing us with 
sufficient money to meet our immediate and 
pressing obligations, and we now have nego- 
tiations pending with that end in view. 
When these are concluded we expect to 
take up the matter of our indebtedness to 
the city. 

The company has been successful in 
effecting new financial arrangements 
and a special general meeting of the 
shareholders of the Winnipeg Electric 
Railway has been called for March 19, 
to consider and deal with a formal by- 
law authorizing a total issue of $5,000,- 
000 of twenty-year 6 per cent general 
mortgage and collateral trust gold 
bonds of the company, of which there 
are to be presently issued $3,250,000. 
This amount will be disposed of in retir- 
ing the company’s current indebtedness 
for capital expenditures and for general 
corporate purposes and will place the 
company in a splendid liquid position, 
with its interest charges less than they 
are at the present time. This issue has 
already been referred to in_ these 
columns. In 1921 this company found 
it necessary to provide additional elec- 
tric energy to meet the growing de- 
mands of the company and organized 
the Manitoba Power Company, Ltd., to 
produce the required additional power. 
The Winnipeg Electric Railway is to 
be the distributor of this big power 
load, and in order to do so considerable 
money will have to be expended to 
install the necessary plant. 


Orders Report of. Salaries Paid 


The California State Railroad Com- 
mission has adopted a resolution re- 
quiring all public utilities of the State 
to file salary data with the commission 
and furnish an accounting of donations, 
contributions, subscriptions and cash 
balances. 

All public utilities having gross 
annual operating revenues of $100,000 
or more must file on or before March 10 
a statement showing the names of all 
officers or employees who during the 
year 1922 received a salary of $5,000 
or more annually. The statement must 
include the salary paid, expense account, 
fees received by and duties of each such 
officer. 

Public utilities with revenues of 
$25,000 and less than $100,000 are 
directed to file with the commission the 


‘names and salaries of all employees 


receiving $3,000 or more annually, with 
details as to fees, expenses and duties. 

The commission’s resolution also pro- 
vides that all public utilities having 
gross annual operating revenues of 
$25,000 or more shall file on or before 
March 10° a statement showing the 
amount of cash they had on hand for 
all purposes on Dec. 31, 1922, the names 
of banks 6r other institutions with 
which such cash was deposited, the rate 
of interest received, and the amount 
of cash in the utility’s treasury. 
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Appeal Dismissed 


The Seattle Municipal and Puget Sound 
Properties Must Pay 1919 Taxes— 
City Considers Ways and Means 


Word has been received from Wash- 
ington, D. C., that the appeal of the 
Puget Sound Power & Light Company 
from the imposition of 1919 taxes on 
the Seattle (Wash.) Municipal Railway 
property has been dismissed by the 
United States Supreme Court. The suit 
was brought by the power company, as 
plaintiff in error, against King County. 
King County obtained a rule in the 
Washington state courts that it had a 
right to collect $401,000 accrued taxes, 
now amounting, with interest, to 
$640,000 on the railway property for 
1919, as the assessment was made be- 
fore the railway became exempt from 
taxation by transfer of ownership to 
the city. The appeal followed, but no 
briefs were submitted, and hearing had 
not been held. The case was dismissed 
because attorneys failed to deposit with 
the clerk of the court an amount suffi- 
cient to cover the cost of printing the 
record. 

Under an agreement, if the tax must 
be paid, the city of Seattle, which owned 
the railways for three-fourths of the 
year, must pay three-fourths of the 
tax, or about $480,000, while the power 
company must pay one-fourth. 

With approximately $480,000 in 
unpaid 1919 taxes which the Seattle 
Municipal Railway must pay, and with 
the 5-cent fare effective March 3, city, 
officials are anxiously considering ways 
and means of raising the money required 
to meet the railway deficit. Council- 
man E. F. Blaine, chairman of the 
finance committee, has urged Superin- 
tendent of Public Utilities George F. 
Russell to make a constructive sugges- 
tion as to any methods that would be 
helpful. The Municipal Railway has 
completed plans for increasing service 
under the 5-cent fare and taking care 
of the expected increased patronage. 

Superintendent of Railway D. W. 
Henderson states that it is realized by 
officials that the success of the 5-cent 
fare, which has been restored, as noted 
elsewhere in this issue, depends upon 
the increase in railway traffic and every 
effort will be made to stimulate traffic. 


Company Continues Fifty-four- 
Cent Wage Scale 


The Boston & Worcester Street Rail- 
way, Framingham, Mass., has decided to 
continue the 54-cent wage rate during 
the balance of the contract with its men. 
The contract with the blue uniform men 
entered into on Sept. 1, 1922, was on a 
basis of 54 cents an hour until March 1, 
1923, and 53 cents an hour from March 
1, 1923, to Sept. 30, 1923. 
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Exterior View of New Northern Elevated Railroad Station 


Chicago “L”’ Opens New Station 


To take care of the enormous growth 
of the uptown section of Chicago, which 
until the last year or two -had been 
known as the Wilson Avenue district, 
the Northwestern Elevated Railroad has 
built an entirely new station at Law- 
rence Avenue, which was opened up on 
Feb. 27, at 8 p.m. Officials of the road, 
a forty-piece Elevated band and mem- 
bers of the Uptown Chicago Business 
Men’s Association were present at the 
opening. Speeches were made by offi- 
cials of the railroad and by officers of 
the business men’s association. 

The Wilson Avenue station was for 
many years the northern terminus of 
the elevated line. There was a very 
rapid growth about this point which 
centered along Wilson Avenue. More 
recently, however, this growth has ex- 
panded to the north, so that Lawrence 
Avenue, two blocks farther north and 
the mile-section street, on which a 
surface car crosstown, line operates, has 
become a nearly equally important cen- 
ter. The traffic carried by the elevated 
to and from this district is so heavy 
that it has warranted the opening of 
this additional station, giving two sta- 
tions only two blocks apart. 

The station is of the new island plat- 
form type, similar to the design already 
in service along the newly elevated 
portion of the Evanston line. The street 


level. of the station is beautifully 
constructed of marble and tile and in- 
cludes, in addition to the space oe- 
cupied by the company, a store on either 
side of the entrance. Due to the fact 
that this station was not contemplated 
until after the abutment wall and fill 
had been made for the track elevation, 
it was necessary to move the abut- 
ments, consisting of 250 yd. of concrete, 
back from the street line 65 ft. and re- 
move that portion of the fill. The steel 
structure over the street was separated 
and moved bodily each way to make 
room for the island platform. The 
cost of the station, including the extra- 
ordinary construction work, was about 
$90,000, of which $30,000 was spent on 
the building proper. The station was 
designed by the company and the con- 
struction contracted for. 


Court Rules Commission Must 
Act on One-Man Car Issue’ 

A preliminary injunction prohibiting 
the city of Clarksburg from putting 
into| effect its recently-adopted ordi- 
nance restraining the Monongahela 
Power & Railway Company from oper- 
ating one-man cars in the city- was 
granted by Judge Haymond Maxwell 
at a special term of the Harrison 
County circuit court. Judge Maxwell’s 
opinion granting the car company the 
preliminary injunction is -quite a 


Interior View of Station 
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lengthy affair and one of the principal 
reasons set forth for granting the re- 
quest is that the Public Service Com- 


mission is delegated authority to act. 


in such matters. The Judge also as- 
sumes that if the necessary time is 
allowed the traction company will take 
the case before the commission. Imme- 
diately after granting the temporary 
injunction, counsel for the city, Fred 
L. Shinn and E. G. Smith, gave notice 
of action on the part of the city to have 
it dissolved. 

In part Judge Maxwell’s opinion 
follows: 


Upon reason. it would seem that where a 
public service corporation has adopted a4 
policy that may or may not be just and 
reasonable, the Public Service Commission 
is the governmental instrumentality best 
calculated and-best equipped thoroughly to 
investigate the matter and then to prescribe 
such practices as may be just. 

The railway alleges in its bill that the 
one-man car question is a proper one for 
determination by the Public Service Com- 
mission. Presumably, therefore, the com- 
pany will promptly take this question to the 
Commission if the operation of the ordi- 
nance is enjoined for a sufficient length of 
time to permit the matter to be presented 
to, and considered by, the commission. 
Acting upon this assumption, and ‘being 
of opinion under the principles hereinabove 
discussed, that this matter ought to go to 
the Public Service Commission, and that 
the present status should be preserved at 
least for a reasonable time to afford oppor- 
tunity for action by the commission, the 
court awards a preliminary injunction pro- 
hibiting the enforcement of the one-man 
car Reg ie until further order of. the 
court. 


Trainmen and Police Officers 
Will Co-operate 
To effect close co-operation between 
police traffic officers and trainmen, three 


meetings of trainmen of the Los 
Angeles (Calif.) Railway were held Feb. 


’ 20. Capt. James McDowell, head of the 


police traffic department, spoke of some 
of the traffic conditions peculiar to Los 
Angeles in which trainmen can help. 
After each meeting he answered ques- 
tions presented by trainmen. As a re- 
sult of the gatherings, arrangements. 
have been made whereby the police de- 
partment and street railway officials 
will prepare a small card form to be 
carried by trainmen. On this card they 
will note the license number and other 
necessary information where automo- 
biles pass standing street cars or violate 
other city ordinances. This informa- 
tion has been supplied to the company’s 
safety bureau in reports of trainmen,. 
but, as Captain McDowell said, he is 
anxious to have the reports made regu- 
larly and systematically. 


Dip Subway Plans Being Prepared 


Engineers for the Street Railway 
Department of the city of Detroit, 
Mich., are preparing plans for a down- 
town subway dip system with an under- 
ground loading station at a central 
point. The project is to be submitted 
to the voters at the October primary 
election. An agreement has _ been 
reached with the Rapid Transit Com- 
mission and the plans will be reviewed 
by the engineers of that body in order 
to insure co-ordination with the gen- 
eral subway plan. 

The members of the Rapid Transit 
Commission are of the opinion that a 
system that would best relieve surface 
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congestion at this time may not be the 
best system as the population of the 
city increases. The present agreement 
between the two commissions, it is 
pointed out by Sydney D. Waldon, chair- 
man of the Rapid Transit Commis- 
sion, will afford relief from the down- 
town congestion in a comparatively 
short time and will permit the Rapid 
Transit Commission to confine its ef- 
forts to its primary purpose of care- 
fully developing plans for the trans- 
poration needs of a city of 3,000,000 
people. 

Clarence E. Wilcox, Corporation 
Counsel, is now working on legislation 
planned to raising Detroit’s bonding 
limit from the present 2 per cent of the 
city’s assessed valuation to 4 per cent, 
for public utility purposes, such action 
being permissible under the Home Rule 
act. The city officials are hopeful that 
permission to increase the bonding limit 
will be granted at the present session 
of the State Legislature as a bond issue 
for the proposed subways would more 
than exhaust the balance of the city’s 
present bonding limit. 


It’s the Car Rider that Pays 
for Paving 


The United Traction Company, 
Albany, N. Y., has posted in its cars 
a placard showing the alleged injustice 
of existing laws which make it man- 
datory that traction companies pay for 
the improvement and upkeep of pave- 
ment of city streets between the rails 
and for 2 ft. each side of them. The 
bulletin reads: 

THE PAVING TAX 


A Relic of Horse Car Days 

Back in the horse car days when street 
ears really wore out pavements, street car 
companies were required to pay for all pav- 
ai inside their tracks and two feet out- 
side. : 
This means from one-third to two-thirds 
of the entire street area. 

The horse cars have been gone thirty 
years. The paving tax still stands. - 

You—the car rider—pay for. it. 


New System to Be Constructed 


The Council of Orange, Tex., “has 
granted a franchise on application of 
Harry A. Burr, general manager of the 
Orange Light & Water Company, and 
his associates, for the right to operate 
electric passenger carrying vehicles in 
the city for a period of forty years. 
The company is proposing to try out a 
system of trackless cars to be operated 
only on paved streets. The streets on 
which the cars are to be operated, fares 
to be charged, etc., are to be decided 
by the City Council and directors of the 
company in joint conference. 


Saginaw Votes Down 
‘Bus Franchise 

Citizens of Saginaw, Mich., ex- 
pressed their disapproval on March 7 
of the Henning-Wade frarichise which 
offered city-wide motor bus operation 
with the installation of forty motor 
omnibuses. The vote stood 8,540 for 
and 6,023 against. The measure failed 
by 2,517 to obtain even a majority and 
lacked 2,714 of the necessary 60 per 
cent. eck op > 
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This was the first opportunity that 
the people of Saginaw had to express 
their choice on a definite motor bus 
proposal since suspension of service in 


. August, 1921, by the Saginaw-Bay City 


Railway. The grantees were Leonard 
A. Henning, Saginaw, and John Wade, 
Atlantic City, N. J. There will be 
another vote in Saginaw on April 2 on 


a car-bus: franchise. 


Will Demand a Ten-Cent an 
Hour Increase 


Employees of the New York State 
Railways in Rochester, Syracuse, Utica 
and Rome are organizing to demand a 
wage increase of from 50 to 60 cents an 
hour. The men accepted a wage reduc- 
tion from 53 to 50 cents a year ago 
and now contend that the cost of living 
has since risen. The men contend that 
the operators of one-man cars should 
receive at least 25 per cent more than 
men on two-man cars. The wage agree- 
ment does not expire until June 1: 


Idea of Elective Commission Rejected. 
—Popular election of members of the 
Public Utilities Commission was re- 
jected in the Connecticut Senate on 
March 2. Minority Leader McGrath’s 
bill provided that the members be se- 
lected in this manner rather than by 
appointment of the Governor. 

New Pamphlet Appears.—lIn addition 
to the Public Service News published 
by the Winnipeg (Man.) Electric Rail- 
way and devoted to activities in the 
railway field the company has started 
a monthly pamphlet entitled The Utility 
Optimist, in the interests of its power 
and light customers. The first issue is 
dated February, 1923. 


Increases Force. — The Springfield 
(Mass.) Street Railway has added sixty 
blue uniform men to its regular force 
by calling back forty men that had been 
laid off and employing twenty new men. 
This addition was made in conformance 
to a rerouting of cars and change of 
schedule so as to afford more time for 
the round trip in rush hours and admit 
of more frequent service in several 
instances. 

Seeks Repeal of Trolley Act.—The 
first move has been made for repeal of 
the Brooks-Coleman act in Minnesota. 
This measure put jurisdiction over the 
rates of electric railways in the hands 
of the State Railroad & Warehouse 
Commission. It ‘was’ introduced in the 
House by a League member. One sec- 
tion proposes annulment of indeter- 
minate permits granted the Twin City 
lines under the terms of the 1921 law. 


‘ Will Guard Carhouses.—The Louis- 


‘ville (Ky.) Railway is planning to use 
‘guards at its carhouses, temporarily at 


least, as a result of the two recent 


‘carhouse fires, one of which occurred 


on Feb. 16 and the other on Jan. 16, 
resulting in heavy losses. While the 
company has no reason to believe that 
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the fires were of incendiary origin, it 
is felt that the guards at least would 
be useful in putting out a fire before 
it obtained headway. Nine men will 
be used for the time being. 

Hardship Experienced.— A traction 
car on the Evansville and Ohio Valley 
Traction Company line leaving Hender- 
son, Ky., was marooned on a ferry boat 
on the Ohio River recently for more 
than twelve hours. The car had about 
twenty-five passengers aboard. A vio- 
lent storm with a fifty-mile wind made 
it necessary to tie the ferry to the 
willows on the Kentucky side. Most 
of the passengers were women and 
children. Food and fuel were taken to 
the passengers in skiffs. 


New Railway in Prospect. — H. S. 
Shaner, Sand Springs, Okla., is the 
promoter of a new electric railway in 
south Missouri to be about 300 miles 
long. The line will connect with the 
Frisco line at Cabool, Texas County, 
and at Winona, Shannon County. Con- 
nection with the Springfield & St. Louis 
line will be made at Salem, Dent County. 
Other steam lines will be joined at 
Patosi in Washington County and Bis- 
mark, in St. Francis County. The char- 
ter name for the new line is the Mis- 
souri Hydro-Electric Interurban. The 
dam and power plant are to be located 
on Current River, in Round Springs. 


Will Accept Company’s Offer—Line- 
men and electrical helpers employed by 
the Cincinnati (Ohio) Traction Com- 
pany, who went on a strike last No- 
vember because the company refused to 
grant them a 25 per cent wage increase, 
recently voted to accept the offer of 
their employers. Theodore H. Schoepf, 
chief engineer of the traction company, 
said that on Nov. 15 last fifty men, 
members of Local 101 of the Electrical 
Workers’ Union, declared a strike, al- 
though they had an arbitration clause in 
their contract. Despite the fact the 
men called off the strike, Mr. Schoepf 
said he would take back as individuals 
such men as he needed and that they 
would be paid the same scale of wages 
that prevailed prior to the strike... Dur- 
the strike the traction company re- 
cruited men from other cities. 

Plans Made for Final Dual Transit 
Construction.—Plans for the construc- 
tion of one of the two remaining sec- 
tion of the Nassau Street subway in 
Manhattan Borough—-the final piece.of 
construction work provided for under 
the dual contract—have been completed, 
according to an announcement made by 
the New York Transit Commission. A 
hearing will be held on the formal con- 
tracts for the whole route on March 26. 
The Nassau Street line will be part of 
the system operated by the Brooklyn 
Rapid Transit Company. It will extend 
from the Municipal Building, at Cham- 
bers Street, where connection will be 
made with the Center Street loop tracks 
under that structure south ‘through 
Printing House Square and Nassau 
Street, to Wall Street, thence the line 
will continue on through Broad Street 
to a connection with the Montague 
Street-Whitehall Street Brooklyn Rapid 
Transit tunnel. 
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I. T.S. Merger Details 


New Company to Be Organized to Take 
Over McKinley and Studebaker 
Properties 


Confirmation has been obtained of 
the rumor that Senator William B. 
McKinley and others associated with 
him in the development of the Illinois 
Traction System are proposing a con- 
solidation of the Southern Illinois prop- 
erties controlled by Clement Stude- 
baker and his associates with the prop- 
erties of the Illinois Traction Company. 
On the other hand, the interests asso- 
ciated with Mr. Studebaker plan to 
acquire a substantial interest in the 
Illinois Traction Company. These in- 
terests have also associated with them- 
selves strong financial backing for the 
purpose of financing the present and 
future requirements of the unified and 
consolidated properties. 

In order to provide the simplified 
financial structure fundamental to the 
whole problem of future capital require- 
ments, it is proposed to consolidate all 
of the operating properties of the 
Illinois Traction Company in Illinois 
into one company, to be known as the 
lllinois Power & Light Corporation, and 
to acquire through consolidation the 
properties operated by the Southern 
Illinois Light & Power Company. To 
accomplish this consolidation and to 
establish a proper foundation for a 
new first and refunding mortgage for 
the new consolidated operating com- 
pany, including the creation of an at- 
tractive preferred stock, it is planned 
to acquire approximately $22,000,000, 
par value, of bonds and to call for re- 
demption a further $9,000,000 of bonds 
now in the hands of the public. 

It is also proposed to acquire about 
$9,300,000 of guaranteed preferred 
stock issued by subsidiary companies 
and $1,641,000 of preferred stock of the 
Illinois Traction Company. All these 
holdings will either be canceled or 
pledged under the new mortgage. In 
addition it will be necessary to provide 
for the retirement of $5,649,000 of 
Illinois Traction preferred stock, $2,169,- 
000 of Western Railways & Light pre- 
ferred, $1,665,000 of Southern Illinois 
Light & Power preferred and $631,000 
of Bloomington & Normal Railway & 
Light preferred, all of which are now 
in the hands of the public. In this con- 
nection, the intention is to offer the 
holders of these securities in exchange 
therefor a like amount of 7 per cent 
cumulative preferred stock of the new 
Illinois Power & Light Corporation. 

As existing legal requirements make 
it either impossible orundesirable to 
acquire direct ownership of all the prop- 
erties comprising the Illinois Traction 
System, it will probably be necessary 
for the Illinois Power & Light Cor- 
poration to control through stock owner- 
ship the Illinois interurbans and the 


Financial and Corporate 


utilities operating in states other than 
Illinois. 

Succinctly stated, the plan provides 
for the ultimate retirement or exchange 
of approximately $50,000,000 of securi- 
ties and the creation of a new company, 
all of whose common stock will be 
owned by the Illinois Traction Company, 
which company will create a new first 
and refunding mortgage and an attrac- 
tive preferred stock, which will make 
it possible to finance future require- 
ments through the existence of securi- 
ties guarded by conservative restric- 
tion. After having effected the reorgan- 
ization and financing, the capitalization, 
subject to approval of the Illinois Com- 


merce Commission, will be approxi- 
mately as follows: 
Divisional bonds _ (including 

Southern Illinois Light & 

PT Wiey eRe N Enero o's od ww recente $36,414,800 
First and refunding mortgage 6 

PSrjiCSHU GOMMSIe ce. be oo sie 30,000,000 


Thirty-year 7 per cent sinking 
LUNG GDeEhentaresry ec oes. we des 


10,000,000 
First preferred 7 per cent cumu- 


lative stock, par $100......... 17,678,500 
Participating preferred stock 6 
per cent cumulative, par $50.. 1,865,500 


Common stock, no par value.400,000 shares 


All of the common stock of the new 
consolidated company will be owned by 
the Illinois Traction Company, the com- 
mon stock of which will not be disturbed. 
It is expected that an offer of exchange 
will be made to the holders of the out- 
standing common stock of the Illinois 
Traction Company to exchange their 
holdings for securities upon which it is 
proposed to inaugurate dividends at 
once, the acceptance of such offer being 
optional to the stockholder. 

The fact that a deal was pending 
such as is now outlined was referred 
to briefly in the ELEctric RAILWAY 
JOURNAL for March 2, page 384. 


Reorganization of United Rail- 
ways Investment Proposed 


Reorganization of the ‘United Rail- 
ways Investment Company, by the 
division of .its eastern and western 
subsidiaries into separate companies, 
is now being planned. 

In the Eastern company would be 
combined the Philadelphia Company, 
Duquesne Light & Power and Pitts- 
burgh Railways. It has been proposed 
that the new company purchase from 
the United Railways Investment Com- 
pany $24,475,000 common stock of the 
Philadelphia Company, making pay- 
ment in its common and preferred 
stock. To carry out this plan, a new 
issue of $10,000,000 bonds at 6 or 7 per 
cent and a new issue of preferred stock 
will be offered. 

In the Western company would be 
grouped the United Railroads of San 
Francisco, Sierra & San Francisco 
Power and Coast Valley Gas & Electric 
Company. 
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North American Does Well 


Net Addition to Surplus Was $1,766,672 
After Making Very Liberal 
Appropriations 


The consolidated income statement of 
the North American Company, New 
York, N. Y., and its subsidiaries shows 
a balance for depreciation, dividends 
and surplus of $11,303,731 for the year 
ended Dec. 31, 1922, compared with 
$6,711,141 for the previous year. In 
his remarks to the stockholders Frank 
L. Dame, president of the company, 
says that during the year several im- 
portant public utility properties were 
added to those heretofore controlled, the 
most important being the Cleveland Il- 
luminating Company. Mr. Dame ex- 
plains that the earnings of these prop- 
erties are not included prior to the date 
of their acquisition and the statement 
of the present earning power of the 
company is therefore on a conservative 
basis. During the year substantial 
progress was made in the development 
of the financial structures of sub- 
sidiaries in order that senior securities 
may be marketed under even the most 
adverse conditions. 

Mr. Dame refers back to the report 
of the company for 1905 to reiterate 
the statement that the company holds 
the securities of other companies as 
permanent investments and seeks to es- 
tablish them in the favor and confi- 
dence of the public by just methods and 
efficient administration and to maintain 
their finances on the most conservative 
basis. Notwithstanding large capital 
demands during the year, a materially 
larger distribution of earnings has 
been made to stockholders. Mr. Dame 
then recommends the increase in the 
authorized common and_ preferred 


CONSOLIDATED INCOME STATEMENT OF 
THE NORTH AMERICAN COMPANY AND 
SUBSIDIARY COMPANIES 


Year Ended Year Ended 

Dec, 31, 1922 Dee. 31, 1921 

Gross earnings. ....... $55,234,491 $38,853,189 
Operating expenses and 

TAXON ot sterts « toi 35,812,043 26,791,255 
Net income from 

operation. ........ $19,422,448 $12,061,934 

Other net income...... 407,182 307,196 

OLA, 34. cab ets $19,829,631 . $12,369,130 

Deductions: 

Interest charges... $6,667,283 $4,603,114 
Preferred dividends 

of subsidiaries. .. 1,318,172 684,565 
Minority interest 

in subsidiaries... 540,444 370,309 

Total deductions. . $8,525,899 $5,657,988 
Balance for deprecia- 
_ tion, dividends and 

Pg) | a ts Fe $11,303,732 $6,711,142 


stocks and the change in the par value 
of the common stock from $50 a share 
to $10 a share, referred to previously 
in the ELEcTRIC RAILWAY JOURNAL. 
In his report to Mr. Dame, Edwin 
Gruhl, vice-president and general man- 
ager of the company, calls attention to 
the fact that the gross earnings of 
the subsidiary companies for 1922 
amounted to $55,234,491, an increase of 
$16,381,301, or 42.16 per cent. Of the 
total gross earnings 65.33 per cent was 
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STATEMENT OF CONSOLIDATED 
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SURPLUS OF THE NORTH AMERICAN COMPANY AND 


SUBSIDIARY COMPANIES, DEC. 31, 1922 


OTE TOMS 822 SS Re ee ne Se 


Additions: 


Balance for depreciation, dividends and surplus year ended Dee. 31, 1922... 
Otherercdite TORUEDIUS hs. o see css ees eres 


SCs EP AERC SOMONE Gary cel ivieard's Ghicw x. Sih ene Gas ies es 


Deductions: 
Appropriations for depreciation reserves . 


Dividends on stock of the North American Company: | 


Preferred stock 


Sea A EE, po wl ee ce ee Le 


Write down in book value of securities............ 


$12,776,355 
$11,303,731 
953,268 
$12,256,999 
$25,033,356 
birstanse ss $5,209,882 
$1,061,998 
1,857,088 


Unamortized discount and/or premium on securities redeemed or ex- 


661,439 
98,698 


$10,490,327 
$14,543,029 


derived from electric and heating, 18.63 
per cent from railway, 4.04 per cent 
from gas, and 12 per cent from coal op- 
erations, Operating expenses and 
taxes amounted to $35,812,043, an in- 
erease of $9,020,787, or 33.67 per cent. 
Net income from operation amounted to 
$19,422,447, an increase of $7,360,513, 
or 61.02 per cent. Of net income from 
operation 76.58 per cent was derived 
from electric and heating, 12.46 per 
cent from railway, 3.13 per cent from 
gas, and 7.83 per cent from coal opera- 
tions. The balance for depreciation, 
dividends and surplus amounted to 
$11,303,731, compared with $6,711,141 
for 1921, an increase of $4,592,589, or 
68.48 per cent. The corresponding 


balances for the three previous years: 


were: 1920, $5,396,288; 1919, $4,580,- 
701, and 1918, $2,549,864. The com- 
panies referred to as subsidiaries and 
included in the foregoing statements 
are only those companies of whose com- 
mon stock more than three-quarters is 
owned by the North American company 
or its subsidiar‘es. Accordingly, gross 
earnings do not include revenues from 
very substantial interests in other 
utilities or industrials. 

Mr. Gruhl says that the company has 
derived substantial revenues from in- 
vestments, syndicate participations and 
underwritings. He explains that the 
greater part of these earnings has been 
applied to writing down book values 
of securities. 

Total additions to surplus for the 
year 1922 from earnings and other 
sources amounted to $12,256,999. Of 
this amount $5,209,882 was appropri- 
ated for depreciation reserves, $2,919,- 
087 was paid as dividends on preferred 
and common stock of the North Ameri- 
can Company, $1,601,219 was applied 
to the writing down of book values of 
securities, and $760,138 was charged 
off on account of unamortized discount, 
etc. The net addition to surplus for 
the year was $1,766,672. 

Four quarterly dividends, each of 
14 per cent, were paid during the year 
on the preferred stock. The dividends 
on the common stock were increased to 
2% per cent quarterly beginning with 
the April 1, 1922, dividend, of which 
1 per cent was paid in preferred stock 
at par and 14 per cent in cash. The 
July 1 and Oct. 1, 1922, quarterly divi- 
dends on the common stock, each of 
2% per cent, were paid entirely in cash. 


In conclusion Mr. Gruhl refers to the 
fact that upward of $25,000,000 of the 
securities of subsidiaries of the com- 
pany are held by more than 33,000 resi- 
dents of the territory they serve. 


Railway Not Included in Deal 
for Light Plant 


The property of the Piedmont Power 
& Light Company, Burlington, N. C., 
had been sold to Philadelphia and New 
York public service operators, according 
to the announcement. The power and 
light plant at Burlington has been in 
operation for thirteen years, being oper- 
ated in connection with the Alamance 
Railway, a street railway connecting 
Burlington, Graham and Haw River. 

The Piedmont Power & Light Com- 
pany has been owned and controlled in 
the past by J. R. Paschall, Warner 
Movre of Richmond, Va., Junius H. 
Harden, John M. Cook and the State 
Realty Company of Burlington. 

W. R. Dixon, formerly connected with 
the Kentucky & West Virginia Power 
Company, has been chosen manager of 
the concern under the new ownership. 
He comes from Logan, W. Va. 

It is understood that the purchase 
price of the power and light plant was 
about $1,000,000. It is further under- 
stood that the sale of the power and 
light plant does not affect the Alamance 
Railway, an 8-mile line, which has been 
operated jointly with the power and 
light plant, and that the railway will 
be continued as usual. 


Dubuque Property Bought 


All the common stock of the Dubuque 
(Ia.) Electric Company has been pur- 
chased by Albert Emanuel Company, 
Inc., New York, N. Y. The new com- 
pany has had much practical experi- 
ence in directing various public utility 
enterprises. The Dubuque Electric 
Company operates the electric light and 
power and railway systems in Dubuque. 

The new purchasers also acquired the 
majority of the outstanding stock of 
the Eastern Iowa Electric Company, 
which supplies light and power to a 
number of settlements near Dubuque. 
Albert Emanuel has been elected presi- 
dent of the Dubuque Electric Company 
to succeed I. C. Elston, Jr. O. H. Sim- 
onds, who is general manager, has in 
addition been elected vice-president and 
a director of the company. 
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Good Year in Columbus 


Dividends Resumed by This Company 
and Securities Strengthened by 
Upbuilding of Property 


The Columbus Railway, Power & 
Light Company, Columbus, Ohio, re- 
ports a profit and loss surplus for the 
year ended Dec. 31, 1922, of $1,467,196. 
This figure compares with $1,954,908 
for 1921, but the 1922 figure takes into 
account dividend payments deferred 
from previous year. The comparative 
statement is as follows: 


1922 1921 

Railway revenue....... $3,611,590 $3,581,555 
Power, light and heat 

revenue. : 3,880,440 3,386,611 
Non- -operating revenue. 7,312 8,875 

Total gross revenue... .. $7,499,343 $6,977,041 
Operating expenses and 

CAXEG sie sis ts ccs 4,497,289 4,366,757 
Interest on funded debt.. 818,554 738,719 
Interest on unfunded d debt. 12,342 4,375 
Other deductions. . ft 77,627 130,162 

Net income. ar epaytice $2,093,530 $1,737,029 
Previous surplus. naaeetne © 1,954,908 893,626 
Other credits. 234,210 56,138 

Total hating Sly Menantavar $4,282,648 $2,686,792 
Depreciation. . Sai 72,000 528,000 
Sinking fund. Ree 245,846 Det Sd oe 
Preferred dividends ~ (in 

stock) dass, (@)1,227,996 
Preferred dividends (in 

GARD) weiromumicts cries -« (b) 279,242 ; rie 
Other-debits:....4....... 90,368 203,884 


Profit and loss surplus... . . $1,467,196 $1,954,908 


(a) Includes $392,376 paid in 6 per cent Series ‘‘“A”’ 
preferred stock and $835,620 in 5 per cent Series ‘‘B”’ 
preferred stock on account of accumulations. (6) In- 
cludes $91,227 paid in cash on the 6 per cent Series 

Be, preferred stock and $188,015 on the} 5[per cent 
Series ‘‘B” preferred stock, 

Charles L. Kurtz, president of the 
company, says that the securities of the 
company have been strengthened by the 
upbuilding of its properties. During 
the past year additions and betterments 
representing a total expenditure of 
$1,930,946 were made. A large pro- 
portion of this total expenditure, 
namely $780,556, represented additions 
and betterments for track and roadway 
made in compliance with the obliga- 
tions of the company to the city. In 
order to provide efficiently for the in- 
crease in kilowatt-hours sold, number 
of customers and connected load, it was 
necessary materially to increase the 
capacity of the transmission and dis- 
tribution lines as well as the capacity 
of transformer and substation equip- 
ment. The items of cost, represent- 
ing the additions and betterments 
for these purposes, approximated 
$1,095,001. Other additions and bet- 
terments to the properties amounted to 
$55,388 and represented expenditures 
for car equipment, office fixtures, etc. 

The fares in Columbus have always 
been very low, and the company. con- 
tinues to operate its cars at a rate of 
fare which is much below that of other 
cities in Ohio, and greatly below the 
average of other cities in the country. 
The revenue passengers carried for 
1922 showed a slight decrese over the 
number of revenue passengers carried 
during 1921. The transfer passengers 
showed a small increase over similar 
figures for 1921. The total passengers 
showed a very slight increase over the 
same period of 1921. The car mileage 
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for 1922 totaled 9,021,094, showing -an 
increase of 504,794 car-miles, or 6 per 
cent. 

In presenting his report for the year 
President Kurtz referred to the so- 
‘called Slaymaker case. He said that in 
what is known as the Slaymaker case, 
the Court of Common Pleas of Frank- 
lin County, Ohio, on March 17, 1922, 
rendered a judgment against the E. W. 
Clark Company, Philadelphia, and the 
individual members thereof, in the sum 
of $1,512,570 with interest from Feb. 
15, 1922. On March 31, 1922, he ex- 
plains that the Clarks entered into a 
declaration and settlement of such an 
agreement, whereby securities of the 
value equal to the judgment were de- 
posited with the Guarantee Title & 
‘Trust Company, Columbus, Ohio, which 
company signed the appeal bond as 
surety for the Clark defendents. On 
Oct. 10 and 11, 1922, upon the applica- 
tion of the Clarks the Court of Appeals 
heard further evidence in the case. On 
Nov. 9 and 10, 1922, the case was 
orally argued through the Court of Ap- 
peals. Printed briefs were also sub- 
mitted to the Court of Appeals and the 
matter is now pending in that court for 
a decision. The progress of this pro- 
ceeding before the courts has been re- 
viewed previously in the ELECTRIC 
KAILWAY JOURNAL. 


$319,724 Balance for Interbor- 
ough in January, 1923 


The Interborough Rapid Transit 
Company, New York, N. Y., showed a 
balance of $319,724 over expenses and 
fixed charges during January, accord- 
ing to a statement issued on Feb. 25 by 
Frank Hedley, the president. This was 
the first complete month under the new 
board of directors, chosen after the con- 
summation of the plan of financial re- 
adjustment recently carried out. The 
net earnings of the Interborough for 
the month are shown by the following 
table: 


Total revenues (5... A eet $4,983,957 
Operating expenses, taxes and rentals paid 
city for the oldsubway.......,......- 3,450,116 
Income available for all purposes....... $1,533,641 
Fixed charges: 
Interest on I. R. T. first mort- 
gage 5 percent bonds,....... $669,484 
Interest on Manhattan Railway 
Bonds fs. 253 Sa ce. ce 150,685 
Interest on I. R. T. 7 per cent 
secured notes 183,866 1,004,038 
$529,803 
nterest on I. R. T. 6 per cent 
ten-year notes Societe $8,143 
Miscellaneous ineome dedue- 
tions 51,935 60,078 
Farnings without deducting sinking fund 
on the I. R. T. Co. first mortgage 5 per 
cent bonds ($179,499 for January, 
1923) which does not become operative 
until July 1, 1926, but which must be 
deducted from earnings before arriving 
at the sum available for dividends on 
Manhattan stock «De ae een .. $649,724 
Dividend on $60,000,000 Manhattan . 
stoe at 3 per cent annual rate......... 150,000 
Balance $319,724 


- Referring to the reduction in the com- 
pany’s fixed charges under the plan of 
readjustment, Mr. Hedley continued: » 


With these reduced charges, despite the 
increase in the cast of doing business grow- 
ing out of efforts to render better service 


. 1922; 


to the public, in this month of January the 
company earned. all of its operating ex- 
penses, payments to the city for rentals 
under Contracts 1 and 2, taxes, and one- 
twelfth proportion of its annual obligations 
under the plan of readjustment, with a 
margin as indicated in the statement of 
earnings and expenses. 

As has been explained previously in 
the ELEectric RAILWAY JOURNAL, fixed 
charges do not include sinking fund on 
Interborough first mortgage 5 per cent 
bonds payment which, under the plan 
of readjustment declared operative July 
1, last, is postponed until July 1, 1926. 
Postponement of sinking fund pay- 
ments aggregating approximately $175,- 
000 a month was assented to by holders 
of I. R. T. 5s in order to improve the 
company’s cash position and tem- 
porarily to increase the amount of 
earnings available for betterments, 
additions and improvements. 


13.07 per Cent Earned on Stand- 
ard Gas & Electric Common 


The preliminary statement of_ the 
Standard Gas & Electric Company, Chi- 
cago, Ill., for the year ended Dec. 31, 
last, showed a surplus after preferred 
dividends and reserves, available for 
the common stock, of $1,386,457 which 
is equivalent to 13.07 per cent on the 
outstanding common stock, as compared 
with $1,080,980, equivalent to 10.19 per 
cent on the common stock in 1921. 

The revenues and expenses of the 


company. for the twelve months com-' 


pared with those of 1921 are as follows: 
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1922 
Gross income, 4. sad. $4,759,702 $3,632,745 
Expenses and taxes........ 107,586 68,624 
Net income. .........+5- $4,652,126 $3,564,121 
Interest charges........... 1,840,704 1,367,753 
Balance :tyeedap tua +. $2,811,422 $2,196,368 
Preferred dividends. ...... . 1,074,965 990,388 
Balanced: ja. <tgeasgiees : $1,736,457 $1,205,980 
Amort. and other reserves.... 350,000 125,000 
Surpluist ac ono cteemaaets . _ $1,386,457 $1,080,980 


Seven Months Net Increase 


Although the _ total operating 
revenues of the Brooklyn (N. Y.) 
Rapid Transit Company for the month 
of January, 1923, were $247,880 above 
those of January, 1922, the total oper- 
ating expenses for the month in 1923 
were $287,269 above those of a year 
ago, resulting in a decrease of $39,389 
in net revenue from operation in Janu- 
ary, 1923, as compared with January, 
The increase in operating ex- 
penses is due to the fact that included 
in the January, 1923, statement are 
charges aggregating approximately 
$150,000 for paving, track reconstruc- 
tion and damage expenses on’ surface 
lines accrued as far back as 1920. In 
addition to these items, the cost of 
operation of the power plant increased 
from $268,820, in January, 1922, to 
$343,888, in January, 1923, largely due 
to: the increased cost of ‘coal this year. 

For’the seven months ended Jan. 31, 
1928,’ the ‘net ineome ° realized ‘was 
$1,567,591, compared with $1,498,016 for 
the seven months ‘period ending Jan. 
3d, £9295" ae ArT ATE ARPES ERT 
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Broad Survey Planned 


Engineer Names Nine Points Essential 
for Answer in Los Angeles 
Valuation 


In connection with the proposed 
valuations of the railway properties in 
Los Angeles, Calif., to which reference 
was made in the ELEcTRIC RAILWAY 
JOURNAL for March 3, it is considered 
that to a great extent the value of 
the properties of the Pacific Electric 
Railway has been completed, as data 
are available. These data were col- 
lected for the Hollywood rate case, 
conducted during the past eighteen 
months. This valuation covered both 
interurban and local lines operated by 
the. company in four different counties 
in southern California. The Pacific 
Electric, as a matter of fact, operates 
local lines in seven other cities outside 
of Los Angeles. 

As Richard Sachse, who will make 
the valuation, sees it, however, the 
valuation will have to be modified so as 


1. To cover only such property of the 
company as is allocated solely to the com- 
pany’s local system in the city of Los 
Angeles. 

2. To conform to such considerations of 
valution as should be applied when the 
question of sale and transfer of the property 
is at issue. 


In the case of the Los Angeles Rail- 
way Corporation’s lines locally serving 
the city of Los Angeles, Mr. Sachse 
states the task will be somewhat more 
extensive. This is due to the fact that 
the railway’s property has not been 
valued since 1912. Since then the prop- 
erty has been greatly enlarged. Con- 
sequently, it will require a complete 
analysis of the property’s financial 
status and its present earning power. 

Briefly, Mr. Sachse believes that in 
order to draw sound conclusions it will 


_ be necessary: 


1. To make a complete valuation of the 
Los Angeles Railway’s properties to de- 
termine purposes of transfer for sale. 

2. To make an evaluation for purposes of 
transfer or sale of such sections of the 
Pacific Electric Railway properties neces- 
sary for unifying of the lines in the city 
of Los Angeles. 

3. To determine the purchase price the 
Los Angeles Railway shall pay to the 
Pacific Electric Railway, provided it is 
recommended that the former company 
take over the local system of the latter 
company in Los Angeles. fe 

4. To determine the purchase price that 
the Pacific Electric Railway should and 
could pay to the Los Angeles Railway, 
provided it is recommended that the for- 
mer company take over the entire local 
system of the latter company in the city 
of Los Angeles, 

5. To caleulate the results from the 
standpoint, of service, fares, operating sav- 
ings, revenues and expenses, provided the 
Pacific Electri¢é “Lines purchased the local 
lines of the Los Angeles Railway in Los 
Angeles. 

6. To caleulate the results from the same 
standpoint, provided the Los Angeles Rail- 
way purchased the local lines in the city 
of Los Angeles as ownéd and now operated 
by the Pacific Blectric Railway. 

7. To estimate the cost to the city of 
Los Angeles to operate the local lines of 
eoch of the respective companies separately 
or both lines, should the city elect to pur- 
chase either one.or both of the properties 


_in question, 


8. To determine what the outcome or re- 
‘sults would be from the same standpoint 
as outlined in paragraphs 5 and_6, provided 
the city of Los Angeles acéquired and oper- 
ated either one or both of the lines. ~* 

9. To determine a- solution of, the ques- 
tion of how necessary -extensions can be 
taken care of under various possibilities, 
with respect to how it concerns railway 
extensions and bus line extensions. — 


| 
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New York State Railways Has 
Good Year 


The New York State Railways, 
Rochester, N. Y., made an excellent 
showing in the year ended Dec. 31, 1922, 
compared with 1921. Although rail- 
way operating revenue for the year 
decreased more than $190,000 railway 
operating expenses including deprecia- 
tion decreased $824,359. Thus net rev- 
enue from railway operation increased 
$632,317. The surplus of $244,228 for 
the year was $97,426 less than in 1921, 
but in 1922 common stock dividends of 
$299,175 were paid whereas there was 
no payment of this kind in 1921. 

In his remarks to stockholders James 
F. Hamilton, president of the company, 
explains that the company has further 
paid up all the arrears on the preferred 
stock which, at the beginning of the 
year, amounted to 18% per cent, paid 
the current dividend of 5 per cent, and 
13 per cent on the common stock. He 
Says an agreement was entered into 
with the employees covering wages and 
working conditions for one year from 
June 1, 1922, which involved a slight 
reduction in wages. 

With respect to the application of 
the company for an increased fare in 
the city of Utica, denied by the Public 
Service Commission, Mr. Hamilton ex- 
plains that this was reviewed and re- 


SUMMARY OF OPERATIONS OF THE 
NEW YORK STATE RAILWAYS 


1922 1921 
Operating revenues...... $10,500,220 5 10,692,262 
Operating expenses (in- 
cluding depreciation)... 7,687,017 8,511,376 


$2,813,203 $2,180,886 
1,544 1,261 


Net operatingrevenue.... $2,814,747 $2,182,147 
Taxes assignable to rail- 

Way operations........ 705,382 627,903 
Operatingincome........ $2,109,365 $1,554,244 
Non-operating income.... 97,421 388,653 
Gross income........... $2,206,786 $1,942,897 


OIG. agi schleen ieee 1,435,517 1,374,044 
ST 
Net income. ............ $771,269 $568,853 
Sinking fund appropria- 
MODS 2 idccroh eee 34,740 34,073 
Dividends preferred stock 
Toy sin, sa'cuelinee x 193,125 - 193,125 
$543,403 $341,654 
Dividends common stock 
9/9 I es COUNTS RO Ns da ess 
Warps << osc nce oe $244,228 $341,654 


+ Paid in year 1922. 


ferred back to the commission by the 
courts for reconsideration, with the 
result that the fare was increased from 
6 cents to 7 cents. At the same time 
the Public Service Commission adjusted 
the fares in the city of Syracuse from 
8 cents cash and a 7}-cent ticket rate 
to a flat 7-cent fare, thus making a 7- 
cent cash fare the prevailing rate in all 
the cities in which the company 
operates. 

In April, 1922, the company sold 
$3,000,000 of its first consolidated mort- 
gage 4% per cent bonds bearing 2 per 
cent per annum additional interest not 
secured by the mortgage. The pro- 
ceeds from the sale of these bonds per- 
mitted the company to refund two 
matured issues of underlying bonds 
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aggregating $925,000, liquidate all its 
bank loans and accounts payable and 
partly to reimburse its treasury for 
capital expenditures made from income. 


January Net Income Amounts 
to $70,558 


For the month of January, 1923, the 
city of Detroit, Department of Street 
Railways, reported a total operating 
revenue of $1,712,228, against $1,650,- 
927 for December, 1922. Included in 
total revenue is revenue from trans- 
portation, amounting to $1,620,210 in 
January, an advance of $59,547 over 
the transportation revenue for Decem- 
ber. Operating expenses were $1,213,- 
884 for December, compared with 
$1,221,492 in January of this year. The 
net revenue from railway operations 
was $490,736 in January and $437,043 
in December. After necessary de- 
ductions the net income realized in 
January is reported as $70,558, against 
$47,271 in December, 1922. In De- 
cember 38,258,194 passengers were 
transported and in January 40,167,868. 


Toronto Award May Be Appealed 


Reports from Toronto indicate that 
the award of $11,188,500 as the price to 
be paid by the city for the prop- 
erties of the Toronto (Ont.) Railway 
may be appealed from by the city to 
the Privy Council in London. The pres- 
ident, Sir William Mackenzie, in a letter 
to stockholders states that if the award 
stands and no other contingencies arise 
the stock should be worth par or better: 
Expenses in connection with the arbi- 
tration proceedings have cut heavily 
into the balance of $1,000,000 expected 
from other properties over and above 
the award. The equivalent of about 
$33 a share for each $100 par value of 
stock must remain with the trustees of 
the $4,103 200 bonds of the Toronto 
Power Company until July 1, 1924, 
when they mature. The payment of 
these bonds has been guaranteed by the 
Hydro-Electric Commission, but under 
the sales agreement the deposit must 
remain with the trustee until the bonds 
are actually redeemed. 

An abstract of the arbitration finding 
was published in the Electric Railway 
Journal for Feb. 10, page 247. 


Auction Sales in New York.—At the 
public auction rooms in New York there 
were no sales of electric railway securi- 
ties this week. 

Surplus $334,625.—The net income of 
the Fort Dodge, Des Moines & South- 
ern Railroad, Boone, Ia., for the cal- 
endar year ended Dec. 31, 1922, was 
$614,625 excluding depreciation. The 
balance or surplus was $334,625. 

Traction Company Offers Collateral 
Bonds.—A syndicate headed by Tucker, 
Anthony & Company is offering at 923 
and interest to yield 7.06 per cent 
$2,305,00 Wilmington & Chester Trac- 
tion Company’s 6 per cent gold collat- 
eral trust bonds. In the public adver- 
tisement of the issue the purpose of the 
offering is not stated. 
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Net Income $99,682.—The Market 
Street Railway, San Francisco, Calif., 
for January, 1928, reports a railway 
operating revenue of $801 506 and oper- 
ating expenses of $591,396. The net 
income amounted to $99,682. 

Two New Directors for Bond & Share 
Company.—At the annual meeting of 
stockholders of the Electric Bond & 
Share Company, New York, N. Y., 
A. W. Burchard and C. E. Groesbeck 
were elected directors in place of Mars- 
den J. Perry, resigned, and William C. 
Lane, deceased. 

Large Advance in Tax Valuation in 
Ohio.—In the last twelve years there 
has been an advance of 446 per cent in 
tax valuations of public utility proper- 
ties in Ohio. In 1910 the tax valuation 
on street, suburban and interurban rail- 
ways amounted to $32,693,904 and in 
1922 the figure was $198,362,040, an 
increase of 506 per cent. 

January Net Income Lower.—The 
Eastern Massachusetts Street Railway, 
Boston, Mass., made a substantial gain 
in revenue in January as compared with 
the corresponding month a year ago, 
with a reduction in its fixed charges. 
The net income, however, was only $86,- 
830 for January, 1923, as against 
$104,479 in January, 1922. 

Net Income Increases.—The net in- 
come of the Philadelphia (Pa.) Rapid 
Transit Company for January, 19238, 
was $250,100, against $234,400 in Jan- 
uary, 1922. The passenger revenue in- 
creased from $3,363,926 to $3,625,768 
in January of this year. The number 
of passengers carried increased from 
68,147,370 in January a year ago to 
74,857,899 in January of the current 
year. 

Bonds Offered. — Halsey, Stuart & 
Company, New York, N. Y., are offer- 
ing $6,770,000 of first lien and refund- 
ing convertible 6 per cent gold bonds, 
series A, of the Monongahela West 
Penn Public Service Company. The 
bonds are dated Feb. 1, 1923, and are 
due Feb. 1, 1928. The price is $97.89 
and interest to yield 6.50 per cent. The 
proceeds from this issue of bonds are 
to be used to retire $6,258,500 of 7 per 
cent bonds due July 1, 1928. 

American Public Utilities Plan Ap- 
proved.—The stockholders of the: Amer- 
ican Public Utilities Company, Grand 
Rapids, Mich., have approved the plan 
for the reclassification of the capital 
stock. As announced previously in the 
ELECTRIC RAILWAY JOURNAL the plan 
provides for the retirement of the pres- 
ent $4,268,200 of, cumulative preferred 
stock and issuance of two other classes 
aggregating 110 per cent of the present 
preferred outstanding so as to fund 
the accumulated dividends and the 
scrip issued in lieu of dividends 
amounting to $1,406,758, which amount 
will constitute the only present increase 
in the capitalization of the company. 
Of the two classes to be issued under 
the plan, one will be a 7 per cent prior 
preference on which dividends will begin 
immediately and the other will be at 
the step rate of 4, 5, 6 and 7 per cent 
curing the next four years. 
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Traffic and Transportation 


Pass Successful in 
Terre Haute 


More Revenue and More Rides with 
Fewer Car-Miles Offset Disad- 
yantage of Coal Strike 


Although the Terre Haute lines of the 
Terre Haute, Indianapolis & Eastern 
Traction Company sell the unlimited 
ride weekly pass at the highest multi- 
plier known, namely, the cost of twenty 
fares, the company has been most suc- 
cessful in demonstrating that the high 
riding index obtained through short 
headway operation, safety cars and 5- 
cent fares can be_ stimulated still 
further. Figures compiled by E. M. 
Walker, general manager Terre Haute 
Division, show that for the first eight 
months of the pass—May 1 to Dec. 31, 
1922, inclusive—the riding increased 7 
per cent and the revenue 0.4 per cent. 
This occurred in spite of the fact that 
the great coal strike begun on April 1, 
1922, made itself felt in Terre Haute 
business about the time that the pass 
was started and continued a depressing 
factor until September. 

What is still more remarkable is that 
the revenue for all of 1922, including 
the five months before the pass, actually 
was 1.21 per cent below the year 1921 
and the traffic correspondingly less, in- 
asmuch as the fares in the pre-pass 
months of each year were the same. 
An accompanying table shows that for 
the first eight months of the pass there 
was an increase in revenue from $435,- 
728 in 1921 to $437,349 in the same 
months of 1922. The number of custo- 
mers rose from 10,479,417 to 11,295,320. 

Another table shows that much bet- 
ter results are being obtained in the 
opening of 1923 as compared with the 
first seven weeks of 1922. The increase 
in revenue was from $88,136 to $94,- 
559, or 6.8 per cent, while passenger 
traffic grew from 2,110,815 to 2,378,957, 
or 11 per cent. Expressed in another 
way, the number of rides per inhabitant 
per annum increased from 235.8 to 265.9. 
This means that more than thirty rides 
per inhabitant were added as compared 
with the passless period of 1922. 

During the first eight months of the 
pass the mileage was slightly higher 
(2,053,211, against 2,016,711) than the 
same period of 1921, but the record for 
the first eight weeks of 1923 is lower 
than the first eight weeks of 1922, 
namely, 488,530 car-miles against 497,- 
203 car-miles. Revenue increased 7 per 
cent, while car-miles dropped 1.7 per 
cent. 

The net rides per pass, after allow- 
ances made for transfers, ranges be- 
tween four and one-quarter and four 
and one-half a day. Therefore, the 
pass rider in Terre Haute actually gets 
a through ride for something like 34 
cents—the lowest electric railway fare 
in America. 


The pass, of course, is bought almost 
entirely by residents with a definite 
riding need. For this reason, no passes 
are on sale on the cars after Wednesday 
of the week of use. Recently, however, 
a traveling man called at the city office 
on a Saturday morning and _ insisted 
that he be permitted to buy a pass. He 


TERRE HAUTE BEFORE AND AFTER 
WEEKLY PASS 
Started May I, 1922 
First Seven Weeks — 1922 and 1923 


Per 
Cent 
1922 1923 Ine. 
Revenue, city lines... $88,136 $94,559 6.8 
Passrides, wepeereeee. |. .s 332,35 ee 
Cash faresiz< ac52. 1,760,668 1,689,439 
‘Transfers ss cess 350,147 hy Bly ae 
Totalpassengers... 2,110,815 2,378,957 11 
Passes sold.......... one 10,030 24% 
Average per week... . None 1,433 
Ridingindex peryear 235.8 265.9 
EIGHT MONTHS, MAY 1 TO DEC. 31, 
1921 AND 1922 
Per 
1921 1922 Cent 
Revenue, city lines... $435,728 $437,349 0.4 
Pasatidasisesth ier): stint 1,659,840 ... 
Cash fares.........- 8,647,799 7,808,595 
Transfers........... 1,831,618 1,826,885 ... 
Total passengers.. 10,479,417 11,295,320 7.2 
Passes sold.......... one 46,920" xe 
Average per week... . None 1,340 
Riding index per year 238.6 254.7 


Total revenue of 1922 was 1.21 per cent less than 
1921, 


said he felt sure he would get ample 
value for his money even though he 
had but Saturday and Sunday in which 
to make use of his purchase. This in- 
dicates that some people must purchase 
the pass purely as a matter of con- 
venience. 


Jitneys Will Replace Discontinued 
Railway Line 

A jitney service has been organized 
to take the place of the Concord, May- 
nard & Hudson Street Railway, which 
went into the hands of receivers about 
a year ago and then was ordered dis- 
continued by the court because the 
road could not be made to pay. 

The Concord Board of Selectmen has 
adopted a set of jitney rules, and has 
granted a jitney license to John F. 
Lovell, Woburn, Mass., who already is 
running a line of buses between Woburn 
and Reading, where the Eastern Massa- 
chusetts Street Railway tore up its 
tracks several years ago for lack of 
sufficient income from the service to 
pay costs. 

It has been arranged for Mr. Lovell 
to start his jitney service at once in 
Concord, with three buses, to run on 
regular schedules and cover the same 
routes that the Concord, Maynard & 
Hudson Street Railway covered, and a 
few side streets in addition. The fares 
for adults will be 10 cents between 
Concord and Concord Junction, and 
there will be 5-cent routes, and 5-cent 
fares for school pupils. 


Inquiry Resolution Lost 


Senator McKellar Fails in the Effort to 
Appoint Committee for District— 
Material Sought Now Available 


The resolution of Senator McKellar of 
Tennessee to create a special Senate 
committee to investigate various ques- 
tions affecting the rate of fare in the 
District of Columbia, which was re- 
garded as a national affair, inasmuch 
as it would have created a precedent, 
failed of adoption in the closing hours 
of the Sixty-seventh Congress when 
objection to its consideration was en- 
tered by Senator McKinley of Illinois. 

When objection was entered, Senator 
McKellar asked that the objection be 
withdrawn. He said: 


The street car compaines have advertised 
here in the city of Washington in the news- 
papers that they courted an investigation, 
and I am sure they would not go back on 
their published statement. I hope the 
Senator will not object to the resolution. 

Senator McKinley, however, renewed 
his objection. He said: 


The reading of the resolution at the desk 
causes me to object. If the Senator will 
take the trouble to write to the various 
public utility commissions he can get all 
the information the resolution calls for. 
The resolution provides for traveling all 
over the United States, bringing witnesses 
from all over the country to Washington, 
securing papers and general information 
which the Senator or any one _ interested 
can obtain from any of the public utility 
commissions in the United States. 

As this occurred within a few hours 
of the end of the Congress, there was 
no further opportunity to renew the 


subject on the floor. 
Data SouGHT ALL AVAILABLE Now 


The resolution was introduced by 
Senator McKellar as the climax of an 
effort he had been making for some 
weeks to bring about a restoration of 
5-cent fares on the railways of Wash- 
ington. The Senator from Tennessee, 
where the State Public Utilities Com- 
mission has been under fire in a recent 
political campaign in which Senator 
McKellar participated, has engaged in 
a newspaper controversy with members 
of the District of Columbia Public Util- 
ities Commission following assertions by 
him on the floor of the Senate that the 
commission had exceeded its authority 
in granting an increase in fares to 8 
cents cash and six tokens for 40 cents. 
Senator McKellar had charged that 
higher fares violated the franchise con- 
tracts and that they are unnecessary 
now, whatever may have been the case 
during the war. He had made several 
efforts to attach riders to various Dis- 
trict of Columbia bills calling for a 
restoration of the 5-cent fare, with six 
tickets for 25 cents, before he intro- 
duced his resolution. 

The resolution would have authorized 
a special committee to investigate the 
whole question of franchise rights of 
the electric railways in the District of 
Columbia, stock issues of the companies 
and their predecessors, the powers of 
the Public Utilities Commission, sim- 
ilar powers of other commissions and 
a wide range of related subjects, with 
directions that the committee report 
its conclusions regarding fares to the 
next Congress. 


a 
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Controversy Settled—Railway 
Will Supply Service 


In the controversy between the Bos- 
ton (Mass.) Elevated Railway and the 
city government of Malden, previously 
reported in the ELecrric RAILWwaAy 
JOURNAL, Mayor Kimball of Malden 
yielded to the elevated and refused to 
sign an order from the City Council 
authorizing jitney competition with the 
railway. 

As a result the competing jitney 
service will be withdrawn from Salem 
Street, where it has been operating, 
and the elevated will not only continue 
its car service there but will introduce 
bus service at various points as feed- 
ers. Mayor Kimball sent the following 
letter to the trustees of the railway 
in reply to the letter which the trustees 
had sent to him: 


Believing the settlement of the jitney 
question to be a matter of vital importance 
to a large section of the city, I have taken 
time to consider it carefully. 

While the section east of Malden Square 
is vitally affected this condition also affects 
the entire city because loss of elevated 
service here means a curtailment _of 
service in other parts of the community, 
and, after all, no one can deny that we 
must, for the present at least, depend upon 
the Boston Elevated Railway for electric 
car transportation to and from Boston— 
this section in common with the rest of the 
city. 

This service is necessary, whereas a com- 
peting jitney simply to and from Malden 
Square is not necessary. 

With the present car service improved, 
as it will be, and an elevated jitney run- 
ning to Linden, which will be put on as 
soon as cars can be obtained, I believe this 
part of the city will have adequate service. 

Moreover, it must be remembered that 
under the present public management of 
the elevated, every taxpayer has a finan- 
cial interest in it and should be concerned 
in its successful operation, 

To remove this electric car service from 
the eastern section of the city would impose 
a@ severe hardship upon a large number of 
people, and, unfortunately, upon those least 
able to bear it; beyond this the loss in 
property value must be considered. 

Therefore, with a full knowledge of all 
the facts and considering carefully the 
appeals of those most vitally affected, I 
cannot conscientiously see my way clear to 
sign _a competing jitney license and shall 
not do so. 

In reaching this conclusion I wish it 
distinctly understood that there has been 
no attempt made to dictate to me by any 
one and such charges are only malicious 
propaganda. I have sought only to reach 
a decision which I believed would be best 
not only for that section particularly con- 
cerned but also for the entire city. 


Fare Hearings Begun 


The Public Service Commission has 
started to hold a series of hearings in 
Buffalo on the complaint of the munic- 
ipal authorities against the rate of fare 
now charged on the local lines of the 
International Railway. The municipal 
authorities hope for the return of the 
5-cent fare. Seven cents or four tokens 
for 25 cents is now charged by the com- 
pany. At the initial hearing before the 
commission experts on behalf of the In- 
ternational presented evidence tending 
to prove that the valuation of the com- 
pany is $96,539,165. W. K. Meyers, 
valuation manager of Mitten Manage- 
ment, Inc., and the Philadelphia (Pa.) 
Rapid Transit Company, identified the 
bound volumes, consisting of maps, cost 
sheets, etc., in order to substantiate 
the valuation figures. Land owned by 
the railway company in Buffalo, ex- 
clusive of buildings, was valued by 
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realty experts at $1,936,000. On the 
rights-of-way outside the city, but 
near by, the experts placed a valuation 
of $1,111,000. 

Among those who attended the hear- 
ing were C. J. Joyce, chief counsel for 
the Mitten interests in Philadelphia; 
Thomas Penney of Penney, Killeen & 
Ney, attorneys for the International 
and former president of the company; 
Herbert G. Tulley, president, and 
others. The case has been pending be- 
fore the commission since 1918. 


500 Jitneys Operate in Detroit 
Under Protection of 
Injunction 


Jitneys are operating on the main 
thoroughfares of the city of Detroit 
under their 1922 licenses in spite of the 
ordinance passed by the City Council 
and approved by former Mayor James 
Couzens. The intention of this measure 
was to banish the jitneys, Oct. 1 last, 
from the streets on which there are car 
lines. The service now handled by the 
jitneys over Woodward Avenue, Jeffer- 
son Avenue, Grand River Avenue, and 
Fort Street is a result of an order is- 
sued by Judge Moynihan on Sept. 30, 
in the form of a temporary injunction 
restraining the Mayor, police commis- 
sioner and the sheriff from enforcing 
the ordinance. 

The petition for the order was taken 
to Judge Moynihan by officers of the 
Red Star Motor Driver’s Association 
and the Blue Ribbon Auto Driver’s As- 
sociation. The contention was that 
the ordinance was “unreasonable and 
arbitrary” and unconstitutional in that 
it extended immunities and privileges 
to one portion of a certain class and 
denied such immunities and privileges 
to others. It was sought to substanti- 
ate this statement with the assertion 
that buses owned by the Detroit Motor 
Bus Company were “allowed to oper- 
ate on the several streets and avenues 
of the city of Detroit giving the same 
service and receiving the same fare 
as is prohibited the jitneuers.” At the 
time jitney service was to have been 
stopped there were approximately 510 
in operation. This number has been 
somewhat decreased so that there are 
now between 400 and 500 jitneys in 
operation. 

A petition was filed in the Circuit 
Court by Corporation Counsel Clar- 
ence E. Wilcox in an effort to dissolve 
the injunction against the city of De- 
troit which restrained the officials from 
enforcing the new ordinance. The hear- 
ing on the motion was’ postponed, both 
sides being agreeable at the time to 
having the hearing adjourned. 

Action on a proposed jitney and bus 
ordinance for the city of Highland 
Park, where the Ford plant is located, 
was postponed following a conference 
of the City Council with representatives 
of the transportation men. A loading 
station plan, designed to eliminate all 
objectional features of the bus and jit- 
ney traffic, was put into effect. Two 
loading stations were established in 
front of the Ford plant. 
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Mayor Wants Buffalo Motorized 


Gradual replacement of trolley cars 
by motor buses by the International 
Railway in Buffalo is proposed by 
Mayor Frank X. Schwab. The problem 
already has been discussed by the Mayor 
with Herbert G. Tulley, president of the 
International, and other railway offi- 
cials. Mayor Schwab’s plan is to have 
the traction company purchase two 
motor buses as each trolley car becomes 
worn out. It was declared that 800 
buses would provide adequate service 
for the city. Rails and wires would be 
removed as the service gradually be- 
comes motorized, which Mayor Schwab 
thinks would be within three years. 

Buffalo’s Mayor has gone to the ex- 
tent of obtaining tentative figures on 
the cost of the plan. Motor buses have 
been offered to the city at $6,000 each 
and the Mayor believes they could be 
purchased as low as $5,000 if bought in 
large lots. The Mayor believes that 
$8,000,000 would adequately motorize 
the railway company’s lines in Buffalo. 
Mayor Schwab says that the speed of 
motor buses is from 25 to 50 per cent 
greater than electric cars. 

All of the Buffalo newspapers used 
Mayor Schwab’s plan to motorize the 
traction service in Buffalo as the basis 
of extended editorial comment. Under 
the caption of “Is the Trolley Extinct?” 
the Express said in part: 

Are the present transportation troubles 
a struggle between electric power and gaso- 
line, like the old effort of the trolley to dis- 
place the horse ear? The Mayor evidently 
thinks that is the case and is advising the 
company itself to_be the medium for the 
transformation. But a lot of ideas look 
good on paper which do not work out well 
in practice. Buffalonians will need a few 
years to think on the subject and some 
demonstrations before they will conclude 
the-.trolley car is a back number, 

_ “Scrapping the Trolley” is the cap- 
tion of the editorial appearing in the 
Commercial. It said, in part: 

While there is much to be said for the 
motor bus as an instrument for supplement 
Service, street car corporations will be slow 
to scrap the trolley. In the first place, the 
Street car as now operated is the cheapest 
unit that has yet been devised for this 
sort of transportation. The motor bus may 
be operated more speedily, but when the 
Mayor talks about a 5-cent fare in a gaso- 
line motor car he is talking what he would 


like to see done, not about what has yet 
been accomplished. 

_ “It might be feasible for the Interna- 
tional to run a line of buses on the main 
arteries of traffic during rush hours to re- 
lieve the trolley car congestion for those 
who do not object to paying a 10-cent fare 
and are willing to run the risks incurred 
and put up with certain inevitable incon- 
veniences. But it will be a long time 
before the trolley is thrown upon the junk 
pile where the old horse car now lies,” 


Washington Company Seeks to 
Justify Use of One-Man Cars 


The Public Utilities Commission of 
the District of Columbia will send its 
traffic engineer, R. G. Klotz, on an 
inspection tour of other cities where 
one-man cars are in operation before 
deciding the fate of that type of 
conveyance in Washington. This was 
intimated by Col. Keller, chairman of 
the commission, on Feb. 21, after 
listening all day to testimony for and 
against the one-man car. 

Practically the entire afternoon ses- 
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sion was devoted to the presentation of 
evidence by the Washington Railway & 
Electric Company to refute arguments 
advanced by citizens’ associations that 
one-man cars are unsafe, uncomfort- 
able and slow in getting over the rails. 

John H. Hanna, vice-president of 
the Capital Traction Company, made 
a strong witness for the Washington 
Railway & Electric Company. Al- 
though his company does not operate 
one-man cars, Mr. Hanna said: 

If we were in the market for new equip- 
ment we probably would buy that type of 
ear. I believe there are some of our lines 
where one-man cars could be operated 
today. 

William F, Ham, president of the 
Washington Railway & Electric, pre- 
sented voluminous testimony to show 
that one-man cars he is operating are 
the most modern cars of that type in 
the country, and that they are safe. He 
testified that the company will have 
seventy one-man cars in service this 
year and should save approximately 
$150,000 by their use. In answer to 
questions from William McK. Clayton 
of the Federation of Citizens’ Associa- 
tion Mr. Ham testified that this sav- 
ing would not make possible an im- 
mediate reduction in fare. 

The company called to the stand 
Henry G. Bradlee of the Stone & 
Webster properties and C. E. Morgan, 
vice-president of the Brooklyn (N. Y.) 
surface lines, to testify to the success- 
ful operation of one-man cars outside 
of Washington. 


Five-Cent Fare in Seattle—First 
Day Shows Increased Traffic 


The Seattle (Wash.) Municipal Rail- 
way on March 1 returned to the 5-cent 
fare. The first day’s receipts showed 
a slight increase in traffic on most of 
the lines in the city. This was particu- 
larly true on short hauls. The 5-cent 
fare is the “straight” fare; transfer 
tokens are sold at 6% cents or four for 
25 cents. These transfers are good for 
use from one car line to another, and 
in addition a second transfer may be 
obtained on the 64-cent fare, if a double 
transfer is necessary. 

The fare for school children ‘remains 
at 3 cents cash or 23 cents with tokens. 
Children under fifteen years of age, 
upon presentation of certificates signed 
by their Sunday school superintendent, 
may ride between the hours of 7 a.m. 
and 2 p.m. on Sundays. at the regular 
school fare. Transfers are issued upon 
the payment of 5-cent fare to and from 
the feeder lines in the city. However, 
when issuing the transfer, conductor 
detaches a coupon, indicating that no 
further transfer privilege is to be 
allowed. 

On the Lake Burien line outside the 
city limits two tokens will be used, 
one white metal, for the regular fare, 
and the other bronze metal if a trans- 
fer is desired. The white token is for 
the ride to the city limits, the bronze 
for the city ride and transfer. 

With the passage of an emergency 
ordinance, the City Council provided for 
a 5-cent fare on the municipally owned 


bus lines, with the same transfer priv- 
ileges to and from the buses as to 
street cars. A passenger may now 
board a bus at one end of the town, 
transfer to a street car line, transfer 
to another car line downtown and_to 
a bus line at some other point in the 
city, all for the payment of 64 cents. 

D. W. Henderson, superintendent of 
the railway, announces that if an in- 
crease in traffic justifies, railway serv- 
ice can be increased at least 20 per cent 
at once. Fifty additional cars now un- 
dergoing slight repairs can be placed 
in operation on short notice. 


Fare Ordinance Defeated — No 
Restoration of Service in Sight 


At a special election in East. Liver- 
pool, Ohio, on Feb. 27, a councilmanic 
orlinance granting the Steubenville, 
East Liverpool & Beaver Valley Trac- 
tion Company a fare increase in Liver- 
pool was defeated, lagging 250 votes 
behind. 
practically means the end of overtures 
for restoration of street car service, 
suspended since May 1. 

When the final count was made after 
the election the vote for the ordinance 
was 2,277, and 2,527 votes were cast 
against its passage. It carried by a 
narrow margin in the downtown wards, 
but the East End, the stronghold of the 
street car men, dealt the measure its 
death blow. A bitter fight had been 
waged previous to the special refer- 
endum by those for and against its 
passage. Despite the apparent inter- 
est in the controversy, the vote polled 
was lighter than that when the city 
defeated an ordinance containing the 
public utilities clause. 

The ordinance voted on a proposed 
7-cent city fare, a 10-cent intercity 
fare and a 1-cent transfer. It was a 
councilmanie ordinance, the passage of 
which, it was thought, would bring an 
end to the traction tie-up, which on 
election day entered its 103d day. 

With the defeat of the ordinance the 
end of the tie-up seems more remote 
than ever. The failure of the measure 
nullifies: the final step taken by the 
City Council to restore traction service, 
and since the company and its em- 
ployees have failed to reach a pre-elec- 
tion agreement, all hope of an early 
settlement has dwindled. 

When they learned the result of the 
referendum the traction officials de- 

ared that it appeared as though the 
people of East Liverpool did not want 
street cars. It was declared that the 
people would have their wish. 

The traction company officials reiter- 
ated their statements that no attempts 
would be made to operate cars, stating 
that not a single move would be made 
to give the city car service until it 
manifested a desire for it. 

After the measure was defeated there 
was a suggestion that the ordinance 
might be passed by the Council with an 
emergency clause, but the general be- 
lief is that that will not be the case 
and that the ordinance will receive no 
further consideration. 


The defeat of the measure. 


Wants to Try Pass Plan.—The Walla 
Walla (Wash.) Valley Traction Com- 
pany has applied to the Department of 
Public Works for permission to experi- 
ment for thirty days with the $1 weekly 
pass system on its line. The company 
now charges a 10-cent cash fare and 
asks the privilege of trying the pass 
system with authority to return to cash 
fare if results are not satisfactory. 


Have Extended Bus Service.—Motor 
bus operation between DeKalb and 
Geneva, IIl., has now been extended to 
Aurora to cover the entire territory of 
the Chicago, Aurora & DeKalb Rail- 
road which recently, discontinued serv- 
ice. J. E. Joseph, who purchased the 
traction line, was allowed ninety days 
by the court to determine whether to 
junk the line or resume operation. 


Syracuse Baiting Its Railway Again. 
—The announcement of a surplus of 
$244,228 for the New York State Rail- 
ways for 1922 after the payment of 
charges, taxes and dividends was 
the signal for a new attack for a lower 
fare by the city authorities. Corpora- 
tion Counsel Frank J, Cregg, who has 
been leading the fight for a 5-cent fare, 
said that the report showed more than 
a “good return.” He is also demanding 
restoration of two-man cars. Adrian 
M. Landman, adviser to the city, will 
investigate the company affairs in 
connection with the expiration of 7-cent 
fare period on April 1. 

Returns to Higher Fare.—Fare in 
Waterloo, Iowa, was raised from 7 
cents to the old charge of 10 cents in 
March, C. D. Cass, president of the 
Waterloo, Cedar Falls & Northern 
Railway, notified the City Council. In 
December last year the company agreed 
upon the recommendation of the Coun- 
cil to lower the fare to 7 cents for a 
two months test period to determine 
whether or not such a move would 
increase the revenue of the company 
by inducing a larger number of people 
to ride. Monthly and daily reports of 
the number of passengers carried and 
the gross revenue submitted to the 
Council disclosed the fact that the num- 
ber of passengers did increase slightly 
but that the volume of increased riding 
was not sufficient to change the finan- 
cial result. 


Hearing on Railways’ Rights to Run 
Buses.—A hearing was held recently on 
the bill introduced in the New Jersey 
Legislature granting permission to elec- 
tric railways to operate buses. The 
bill was drawn by Assemblyman David 
F. Barkman at the request of Otto G. 
Schultz, manager of the Morris County 
Traction Company, Dover. Mr. Schultz, 
in discussing the bill, said that a trac- 
tion company may wish to use the bus 
in supplementary service in territory 
where trolley lines could not profitably 
be built, and that these extensions 
should be in the hands of responsible 
people. So far as his company was 
concerned it was in the transportation 
business and wished to give the public 
the best possible service. As Mr. 
Schultz saw it the bill was in the in- 
terest of the public. He appealed to the 
members to pass the measure. 
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| | Personal Items 


Chris Dahl, Master 
Mechanic 


Muskegon Man Has Served Local Rail- 
way There Thirty-five Years—Sons 
Also with Company 


Chris Dahl, aged seventy-three, is 
probably the oldest master mechanic, 
both in point of service and years, em- 
ployed by an electric railway in the 
United States. Mr. Dahl does not be- 
lieve in changing jobs. He started to 
work for the Muskegon Traction & 
Lighting Company, Muskegon, Mich., in 
1888, when horse cars were in use. He 
is still at work for the company. Not 
only has Mr. Dahl held the job for 
thirty-five years, but he lives in the 


Chris Dahl 


house he constructed for himself in 1871 
across from the carhouse. 

“T don’t believe in changing jobs. if 
you are satisfied,” said Mr. Dahl as he 
knocked off work at the shops the other 
day. “I have always remained here, 
for I like my work.” ; 

In view of the fact that the local line 
at Muskegon was the first in Michigan 
to adopt electricity and one of the first 
in the United States to use that form of 
propulsion, Mr. Dahl comes by his rec- 
ord without much chance for dispute. 

“In 1888,” said Mr. Dahl, “I started 
keeping the old horse cars in shape. In 
1891 the horse cars gave way to the 
queer machine propelled by electricity. 
State officials were here that day and 
great crowds gathered to see the 
strange car. Just after the car started 
it come to a stop. No one could learn 
the cause. There were shouts to bring 
out the horses and much good natured 
joking. Finally, somebody placed the 
trolley on the wire and the car was 
started again, amid applause. 

“People lined the streets for days in 
order to ride on the cars. Joy riding 
‘was a popular sport in those days just 
as it is now, only the vehicle then was a 
different one from that used now. I re- 
member the next year Battle Creek ob- 


ELECTRIC RAILWAY JOURNAL 


tained its electric line. They were still 
using horse cars in Detroit and most 
other cities. 

“You know, we didn’t know much 
about electricity in those days. There 
were no books on the subject or instruc- 
tion such as the present worker has. 
You had to experiment. It was the 
only way to learn. Often in those days 
something happened and it took hours 
to learn the trouble. 

“People didn’t complain in the old 
days as much as they do at present, it 
seems. They accepted things with bet- 
ter grace. All the tools I had in the 
shop at first were a grindstone and a 
hand drill. Most of the work was sent 
out to shops.” 

Mr. Dahl has seen twelve superin- 
tendents go and come during his time 
and he recalled that as a little girl the 
mother of E. H. Hammer, present secre- 
tary and treasurer of the company, was 
present at his wedding. Mr. Dahl has 
been quick to appreciate new ma- 
chinery, and he is always pleased when 
the latest tools are purchased by the 
company for use by him on his job. 

The aged mechanic supervises all the 
work at the local shop and he takes 
great pride in the ability of his two 
sons, Alfred and Oscar, who are his 
assistants, 

“Mighty good boys, but they still 
come to me when they get stuck on a 
job,” said Mr. Dahl with a smile. 


Mr. Ready Succeeds Mr. Sachse 
on California Commission 


Lester S. Ready has been made chief 
engineer of the California State Rail- 
road Commission. He succeeds Richard 
Sachse, resigned, who will take up pri- 
vate practice in Los Angeles and handle 
the appraisal of the local lines of the 
Los Angeles Railway and the Pacific 
Electric Railway in Los Angeles with a 
view of the unification of the properties 
of these two systems so far as local 
service in Los Angeles is concerned. 
Mr. Ready is thirty-four years of age. 
He has served for ten years as an 
assistant engineer on the commission, 
in which capacity he has devoted a 
large amount of time to the gas and 
electrical division of the commission’s 
engineering department. In October, 
1919, Mr. Ready was promoted from as- 
sistant engineer to assistant chief engi- 
neer. He was graduated from the 
University of California in 1912. He is 
a native of California. 


O. R. Hill, formerly master mechanic 
of the Rockford & Interurban Railway, 
Rockford, Ill., has now the title of 
superintendent of equipment. 


W. A. Underwood has succeeded O. W. 
Rudin as electrical and signal engineer 
of the Chicago, Lake Shore & South 
Bend Railway, Michigan City, Ind. 
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R. W. Williams District 
Manager 


Appointed by Westinghouse Air Brake 
Company to Succeed the Late 
Mr. Adreon in Southwest 


R. W. Williams has been appointed 
to the office of Southwestern district 
manager for both the Westinghouse Air 
Brake Company and the Westinghouse 
Traction Brake Company, with head- 
quarters in St. Louis. This is the posi- 
tion recently made vacant by the sudden 
death of R. E. Adreon, who, in addition 
to his duties as president of the Ameri- 
can Brake Company, had held the title 
of acting Southwestern manager since 
C. P. Cass left the St. Louis office of 
the Air Brake Company several years 
ago to become president of the West- 
inghouse Pacific Coast Brake Company, 
at Emeryville, Calif. 

Coincident with the announcement of 
Mr. Williams’ promotion in the Air 


R. W. Williams 


Brake Company, the American Brake 
Company announced his election as vice- 
president of that organization. 

Mr. Williams has been connected with 
the Westinghouse Air Brake Company 
since April 1, 1902, when he went to 
Wilmerding to accept the position of 
secretary to John F. Miller, now vice- 
chairman of the board of directors. 

Mr. Williams was born in Renovo, Pa., 
in 1878. His boyhood was spent in 
Williamsport, Pa., where he attended 
public school. He was graduated from 
high school with the class of 1897 and 
immediately entered the employ of the 
Pennsylvania Railroad, serving in the 
freight and maintenance-of-way depart- 
ments at Williamsport until joining the 
Air Brake Company. 

After remaining in the general offices 
of the Air Brake Company at Wil- 
merding for seven years, he was trans- 
ferred to the Southeastern district office 
in Pittsburgh. In 1910 he went to the 
Cincinnati office and two years later 
was appointed representative and as- 
signed to the Atlanta office. He re- 
turned to the Pittsburgh office in Sep- 
tember, 1920, where he has served since. 

Mr. Williams is widely known in rail- 
way and traction circles and is actively 
identified with a number of clubs and 
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associations, among which are included 
the American Electric Railway Asso- 
ciation, the Central Electric Railway 
Association, the Air Brake Association, 
Railway Club of Pittsburgh, Pittsburgh 
Athletic Association and the Edgewood 
Country Club. 


Change in Dubuque 
Officers 


Albert Emanuel Heads Dubuque Elec- 
tric Company, with O. H. 
Simonds Vice-President 


At a recent meeting of the board of 
directors of the Dubuque (Iowa) Elec- 
tric Company, I. C. Elston, Jr., presi- 
dent of the company for the last seven 
years, withdrew from any further active 
connection with the operation of the 
local utility. 

The action is a further manifestation 
of Mr. Elston’s desire to relieve himself 
of the cares and responsibilities which 
for many years have rested upon him. 
More than a year ago he withdrew 
from the presidency of the investment 
banking house of Elston, Allyn & Com- 
pany. About the same time he dis- 
posed of his utility property at St. 
Charles, and more recently turned over 
the management of the electric light 
and street railway company at Vicks- 
burg, Miss., to-operators and owners of 
several other utitlities in the South. 

Mr: Elston has been succeeded as 
president of the Dubuque company by 
Albert Emanuel, New York, chief ex- 
ecutive of utility companies elsewhere 
in the West and the purchaser of a 
controlling interest in the Dubuque Com- 
pany as noted elsewhere in this issue. 

O. H. Simonds, general manager of 
the company at Dubuque for the last 
five years, will continue in that position, 
and in addition becomes vice-president 
of the local company and a member of 
its board of directors. This means 
that much company business formerly 
handled at Chicago will hereafter be 
done in Dubuque. Mr. Simonds said: 


The change in presidency of the company 
will not affect the policy of the present 
management or the local personnel of the 
company. As heretofore, we always will 
have the best interests of the city at heart. 
In fact, there is a community of interest 
between any city and its utility companies, 
for one cannot prosper without the other. 
We desire sympathetiq co-operation and 
assistance to help us to serve the people of 
Dubuque adequately and satisfactorily and 
to aid in the progress of our city. 


James Stewart has succeeded J. H. 
McCahan as roadmaster of the Topeka 
(Kan.) Railway. 

F. W. Broerman has replaced John 
Moore as roadmaster of the Chicago, 
Ottawa & Peoria Railway, Ottawa, Ill. 


Robert W. Vote has replaced George 
W. Wilson as auditor of the Evansville 
& Ohio Valley Railway, Evansville, Ind., 
and of the Owensboro City Railroad, 
controlled by the former property. 


B. B. Kraus has succeeded D. 
Zerhusen as purchasing agent of the 
Washington, Baltimore & Annapolis 
Electric Railroad, Annapolis, Md. H. T. 
Connolly, formerly superintendent of 
power, is now electrical engineer. 


Mr. Masengill Appointed 
Superintendent 


W. T. Masengill was made superin- 
tendent and general freight and pas- 
senger agent of the Pacific Coast Rail- 
way, San Luis Obispo, Calif., on Feb. 1. 
This promotion came after only seven 
months’ service with the company as 
Mr. Masengill entered its employ in 
July, 1922, as assistant superintendent. 
In his new capacity he succeeds J. M. 
Sims. 

Mr. Masengill’s association with rail- 
way work began in 1897, when he en- 
tered the employ of the Southern Pacific 
Company on its coast division as agent- 
telegrapher. In 1901 he was promoted 
to train dispatcher at the office in San 
Francisco. He served also as chief dis- 
patcher in San Francisco, Tucson, Ariz., 
Guaymas, Mexico, and San Luis Obispo, 
Calif., until July of last year, when he 


W. T. Masengill 


joined the forces of the Pacific Coast 
Railway. The latter property, which 
operates a little more than 100 miles 
of track, connects Guadalupe and Santa 
Maria. 


Railway Man of Long Experience 
Represents Manufacturer 


George A. Sdylor, has recently been 
appointed Western sales manager of 
the electrical division of the Johns- 
Pratt Company, Hartford. Mr. Saylor 
accepted his first important position in 
the electric railway industry in 1900, 
when he became general superintendent 
of the Indianapolis, Columbus & South- 
ern Traction Company, in which capac- 
ity he served for six years. At that 
time Mr. Saylor enjoyed the distinction 
of being the youngest traction superin- 
tendent in the United States. 

In 1906, when Johns-Manville, Inc., 
sought sales representation in the West, 
Mr. Saylor was selected to serve in its 
electrical department, rising to the posi- 
tion of manager of the electrical, auto- 
motive equipment and specialties de- 
partments of that company. He devoted 
much time and effort during these years 
to advancement of the industry in gen- 
eral, and was particularly active in the 
Sons of Jove, serving as statesman and 
Jupiter of the Wisconsin order of that 
organization. During these years he 


made a comprehensive study of pro- 
tective devices, particularly fuses, 
specializing in the Noark lines, which 
were at that time sold through Johns- 
Manville, Inc. 

It was logical of Mr. Saylor to accept 
the position of Western sales manager 
of the Johns-Pratt Company, for al- 
though this meant a change in the name 
of his principals, he continues to handle 
the same products, as the Johns-Pratt 
Company manufactured the Noark line 
of electrical protective devices and 
molded insulation from their inception 
as marketable products. 


J. M. Yount, master mechanic of the 
Market Street Railway, San Francisco, 
Calif., has been nominated for election 
to the office of first vice-president of 
the Pacific Railway Club. 


T. G. Hamilton, formerly general 


superintendent and purchasing agent 


of the Gary (Ind.) Street Railway, is 
now performing the duties of vice- 
president, superintendent and purchas- 
ing agent. J. P. Gannon is master me- 
chanic. 


Frank D. Conley, formerly superin- 
tendent and chief engineer of the De- 
Kalb, Sycamore & Interurban Traction 
Company, is now known as division 
manager. Charles Glossof is chief en- 
gineer and Elmer Reese is electrical 
engineer. 

SNES 


Obituary 


William Penn White 


William Penn White, identified for 
the last eleven years with the railway 
department of the General Electric 
Company at its New York office, died 
in the Garfield Hospital, Washington, 
following a major operation. It was 
while attending the midwinter conven- 
tion of the American Electric Railway 
Association in Washington, D. C., that 
Mr. White first developed the sickness 
which caused his death on March 6. 


Mr. White was born in Washington- 


in 1876. After being graduated from 
the Lehigh University with the degree 
of electrical engineer, he entered the 
employ of the General Electric Com- 
pany at Schenectady. He served in 
the testing department, calculating and 
drafting department and then trans- 
ferred to the railway engineering de- 
partment. He was in this work until 
June, 1912, when he was transferred 
to commercial work in the railway de- 
partment of the company in New York. 
Since his transfer he has been engaged 
in the activities of the railway depart- 
ment in the Metropolitan district and 
vicinity. 

Mr. White was a member of the 
American Institute of Electrical Engi- 
neers and was also a member of the 
Engineers’ Club of New York and 
of the Mohawk Club of Schenectady. 
He had just completed a term as presi- 
dent of the General Electric Club of 
New York. Mr. White is survived by 
his wife and three daughters. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Details of Philadelphia Order 
for 576 Cars 


On Jan. 22 the board of directors 
of the Philadelphia Rapid Transit 
Company authorized the lease and pur- 
chase by car trust agreement of 576 
new cars of which 520 will be passen- 
ger cars. A brief note in regard to 
this order, which is said to be the 
largest single order for trolley cars 
ever placed in this country, was made 
in the Jan. 27 issue of the ELECTRIC 
RAILWAY JOURNAL. Details regarding 
these cars and their equipment are now 
available. Three hundred and eighty- 
five of these cars are to be for single- 
end operation and 135 for double-end. 

The exact design of the double-end 
cars has not yet been decided, but the 
accompanying illustration shows a 
seating, plan and elevation for the 
single-end type. As will be seen they 
are of the side-entrance pay-as-you- 
pass type. Provision will be made so 
that these cars and also the double- 
end cars can be operated by one man 
during off-peak periods. 

Both types of cars will be 45 ft. 6 
in. over all. The single-end cars will 
seat fifty-three, while ’the double-end 
cars have a seating capacity of forty- 
four. The type of seats is also differ- 
ent for the two cars. Brill standard 
Winner double-rod. pressed-steel seats 
will be used for the double-end cars, 
with wooden slat construction, while 
the Brill Cleveland type of seats will 
be used on the single-end cars. These 


also will be of wooden slat construction. 

The estimated weights for the two 
types are 34,000 lb. for the single-end 
ears and 35,000 lb. for the double-end 
ears. The motor and control equip- 
ment will be the same for both types. 


MANUFACTURERS OF EQUIPMENT, 
TOGETHER WITH TYPE FURNISHED 


Air brakes 
Armature bearings 
AXTOB: 65/00 Carnegie Steel Co.’s heat treated 
BUmMperssic. asia Six-inch Channel reinforced 
Car signal system..Brill’s standard and push 
button contact bases—Faraday Type-E 
Car trimmings 
...Malleable and bronze statuary finish 
Center and side bearings...Brill’s standard 
Conduits and junction boxes....Galvanized 
Control G.E, 2-K-68 with ratchet attachment 
Conplers we we ume tees eis! ly Drawbar pockets 
Curtain fixtures.Curtain Supply Co.’s No. 88 
Curtain material....Double face pantasote 
Designation signs Hunter 
Door operating mechanism 
aks heneensiohemtentony tks tel National Pneumatic Co. 
Wheelguards .......... H. B. Life Guard 
(CHEW eS RAC 165 pte on 1 Io" 7 a 
er) eae Tool Steel Gear & Pinion Co. 
Hand bFalbegstalasess Vet ss Peacock staffless 
Heater equipment 
owas Consolidated Car Heating Co.’s 
Headlights..Crouse Hinds semaphore _ lens 
POU He ICA EINIS he pict otats 2 nese oce a bees Plain 
J OMFS) DOOR Aaa 5 She s x ue 50) 8\0 Plain cast-iron 
Lightning arresters M. D. 
Motors. Two per car, G.E.-275A outside hung 
ReEgiBtersy ce wih ediciens International Type R-7 
SAMGSLS fle cari isaters sroisce ss. Ohio Brass Co. 
Sash: fixtures) i. a4: Bronze statuary finish 
Seats..Brill’s standard Winner double rod 
for double end cars and Brill Cleveland 
type for single end cars. 
SCM ISRCTN tke ec ors soe enue 6 ses Wood 
Springs wir joes). Brill’s helical and elliptic 
Step treads. Universal anti-slip smooth safety 
Trolley catchers Ohio Brass Co. 


Trolley base........... Two U. S. No, 14 
Trolley wheels........ Star Brass Foundry 
bi ts 2 i nr ait 2 0 a oe Brill No. 39 H-2 
Ventilators, ........ Garland Type C-1 Jr. 


Wheels (type and size).............. 

Steel 28-in. and 22-in. diameter 

Special’ GOVICES, | Ct... oc aks see Slee so cud 
...Birney Safety Car devices equipment 


DETAILS OF PHILADELPHIA'S 
NEW CARS 
Length over-all 
Width overall 


Bolster centers : Double-end cars.22 ft. 6 in. 
9 


Single-end) GAPE: cies taec so uccs « Z 4ft. 6in 
Druck wheelbase. 55 vs. oe. tk se « 4ft. 10 in. 
Weight total: Double-end cars.. 35,000 Ib. 
j Single-end cars 34,000 lb. 
Seating capacity : 
DoUpIEsONA CATS) cio -caraieters ose, 44 
SIngle-end IGANS Fos che 5 ow Sek 53 


Two G.E. type 275-A motors will be 
used, with General Electric Company’s 
2-K-68 control with ratchet attach- 
ment. Accompanying tables give de- 
tails of weights and dimensions, and 
also details of the equipment which 
will be furnished. 

In addition to the passenger cars, 
the following double-truck, four-motor, 
double-end utility cars were ordered: 

Twenty-four share-type snow plows. 

Ten snow sweepers. 

Eight standard differential 
cars and five differential trailers. 

Six flat-bottom, drop-side work cars. 

One crane car for surface service. 

One crane car for elevated service. 

One line tower car. 


dump 


Metal, Coal and Material Prices 
Metals—New York March 6, 1923 


Copper, electrolytic, cents per lb......... 16.937 
Peppa ee bat Cents pePliisncccweasas 19,125 
Read cents peripniccision) 4 sce dere’ a ares 8.25 
Zine; CON PET IWS. ee ek eis de ee bs weiee ws 8.70 
Tin, Straits, cents perlb................. 47.00 


Bituminous Coal, f.o.b. Mines 


Smokeless mine run, f.o.b. vessel, Hamp- 
ton Roads, gross tons................. $6. 


6 
Somerset mine run, Boston, net tons...... cere) 
Pittsburgh mine run, Pittsburgh, net tons. 2.75 
Franklin, Ill., sereenings, Chicago, net tons 2.375 
Central, Ill., screenings, Chicago, net tons. 1.30 
Kansas screenings, Kansas City, net tons.. 2.625 
Materials ~ 


are oN aes wire, N. Y., No. 14, per 
1; Simone Recetas eae a is hc Fa ants pi Pein she ee 
Weatherproof wirebase, N.Y.,centsperlb. 19. 

Cement, Chicago net prices, without bags. $2.20 


Linseed oil (5-bbl.lots),N.Y.,cents per gal.. 1.01 
White lead,(100-Ib.keg),N.Y.,cents perlb. 13.375 
Turpentine (bbl. lots), N. Y., pergal...... $1.54 
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Plan and Kleyation Showing Seating Arrangement of P. R. T. New Single-End Type Car 
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Rolling Stock 
Bi aka, Ste Ty ee a eS © kek 

Lima (Ohio) Street Railway has re- 
ceived five of a total of twenty one-man 
cars ordered. The twenty cars are ex- 
pected to be in operation by April 1. 

Pittsburgh, Harmony, Butler & New 
Castle Railway, Pittsburgh, Pa., has 
purchased three Packard cars for bus 
service between New Castle and Ell- 
wood City. 

Springfield (Mass.) Street Railway 
has placed an order with the J. G. Brill 
Company’s Wason Manufacturing Com- 
pany plant at Springfield for ten new 
double-truck cars. The company’s in- 
tention of buying the cars was referred 
to in the Exvecrric RAILWAY JOURNAL 
issue of Feb. 17. 

Brooklyn (N. Y.) City Railroad has 
placed an order with the Westinghouse 
Electric & Manufacturing Company for 
fifty-four two-motor equipments and 
control for motorizing as many cars 
now in use as trailers. The motors 
will be the type 535-A, of 60 hp. each, 
and the control will be type K-68-A 
arranged for double-end operation. The 
control will be interlocked with the 
doors by type 801-E line switches. 
The 535-A motor is a comparatively 
new type, which makes possible the 
use of a 60-hp. motor with 28-in. 
wheels, which will be the plan followed 
in Brooklyn. These trailers at present 
weigh 31,000 lb. 

Pacific Electric Railway, Los Angeles, 
Calif., has just placed an order for ten 
additional electric freight locomotives, 
which are to be of the latest improved 
type and to cost $475,000 for the entire 
order. Delivery of two of the new loco- 
motives is anticipated within sixty days 
and it is contemplated the remaining 
locomotives will be delivered early dur- 
ing the summer. The new locomotives 
are to be of 60-ton type and will be 
capable of handling fifty loaded cars on 
level track. When delivery is completed 
the company will have a total of fifty- 
three electric freight locomotives in its 
freight service. The company has also 
placed large orders for car equipment, 
those now in course of construction 
aggregating an expenditure of $1,750,- 
000. This equipment, delivery of which 
will commence within a short time, 
consists of 400 dump cars, 300 box and 
150 flat cars. 


Track and Roadway 


Orange, Tex.—A franchise has been 
granted on application of the general 
manager of the Orange Light & Water 
Company for the construction, of a 
trackless trolley system in Orange. 

Buffalo & Lake Erie Traction Com- 
pany, Erie, Pa., through General Man- 
ager Myers, is seeking a franchise for 
the construction of a double-track line 
connecting curves in Twenty-first Street 
from State to Peach Street. 

Public Service Railway, Newark, 
N. J., may be asked to build a trolley 


loop from Haddon Avenue to King’s 
Highway. A petition has been pre- 
sented to the borough commissioners 
of Haddonfield, N. J., asking for this 
improvement. 

Puget Sound International Railway, 
Everett, Wash., will use steel rails ag- 
gregating 360 tons for replacement on 
the Everett-Seattle interurban line, be- 
tween Foy and North Park stations. 
The new rails will be 70-lb. size, replac 
ing 50, 56 and 60-lb. rails. ' 

Market Street Railway, San Fran- 
cisco, Calif., will begin within thirty 
days the relaying of rails on Market 
Street from the Ferry to McAllister. 
This improvement will mean about 6 
miles of single track. Rails, joint plates 
and other material have been purchased 
and is already delivered in San Fran- 
cisco. 

Los Angeles (Calif.) Railway has 
started the construction of an exten- 
sion from Third and Larchmont Streets 
along Larchmont to La Brea. The ex- 
tension involves a little more than a 
mile of double-track construction. This 
new track will serve new territory in 
South Hollywood. 


Power Houses, Shops 
and Buildings 


Cleveland (Ohio) Uluminating Com- 
pany is planning to take over the 
$1,000,000 power house owned by the 
Lake Shore Electric Railway in Avon 
Beach Park, east of Lorain, Ohio. 


Oklahoma Union Railway, ‘Tulsa, 
Okla., expects to build a new interurban 
depot at Red Fork, Okla.* Work will 
begin within a few weeks. The new 
depot. will be modeled after the pas- 
senger depot in West Tulsa, but will be 
somewhat smaller. 


Ohio Valley Electric Railway, Hunt- 
ington, W. Va., contemplates spending 
$2,250,000 on additions to the Kenova 
power plant. This plant now generates 
all the electric current which. the com- 
pany supplies between Guyandotte, 
W. Va. and Hanging Rock, Ohio, and 
demands for service are increasing at 
such rate, officials say, that additional 
facilities are imperative. To cover this 
and other improvements the company is 
planning an issue of new securities. 


Trade Notes 


Nichols-Lintern Company, Cleveland, 
Ohio, has reprinted in the form of a 
blotter a recent editorial from the 
ELECTRIC RAILWAY JOURNAL entitled 
“Work—Thought—Character.” 


Haskelite Manufacturing Corpora- 
tion, Chicago, Ill., has received the 
order for roofing the fifty-two trail cars 
which have been ordered by the city of 
Detroit. These roofs will be of the 
fs-in. three-ply construction and will 
be furnished in five sections per car. 

Link-Belt Company, Chicago, IIl., an- 
nounces a cut of 14 per cent in the price 
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of its portable belt conveyor, the “Cub.” 
The new price is $585 complete with 
a 2-hp. electric motor. Portable belt 
conveyors are used for unloading and 
loading cars, trucks and wagons of any 
loose material. 

Burry Railway Supply Company, Chi- 
cago, Ill., reports orders received for 
Hartman center plates and Perry, Para- 
gon and Peerless side bearings from the 
following: Philadelphia Rapid Transit 
Company, Detroit Municipal Railways, 
Macon Railway & Light Company, 
American Electric Power Company, 
Grand Rapids, Grand Haven & Muske- 
gon Railway, Tri-City Railways, Texas 
Electric Company, Dallas Street Rail- 
way, Chicago Surface Lines, British 
Columbia Electric Railway and the 
Eastern Wisconsin Railway. 


Uehling Instrument Company, Pitts- 
burgh, Pa., manufacturers of CQ: re- 
corders and other power plant gages, 
has placed Charles J. Schmid in charge 
of sales in greater New York and Long 
Island. Mr. Schmid is well qualified 
for his duties in this important terri- 
tory due to his close contact with power 
plant operators in the interest of fuel 
economy when formerly in charge of 
the Boston office. Temporarily Mr. 
Schmid will make the home office in 
Paterson, N. J., his headquarters. 


B. Olney Hough, for many years past 
editor of the American Exporter, has 
relinquished that position to establish 
himself as export counsellor, consultant 
and adviser to banks, exporters and 
manufacturers, with offices under the 
style of B. Olney Hough, Inc., 17 Bat- 
tery Place, New York. It may be re- 
garded as significant of the esteem in 
which his opinions and advice are held 
that his first retainer in his new pro- 
fession is from the American Exporter, 
for which he will continue to act in a 
capacity similar to some extent to his 
former position, as export and technical’ 
adviser and writer, with the title of 
contributing editor. 
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New Advertising Literature, 


Wagner Electric Corporation, St. 
Louis, Mo., has issued descriptive bul- 
letin No. 131, giving instructions for 
ordering and adjusting repair parts. 

Railway Improvement Company, New 
York, N. Y., has issued an illustrated 
booklet on the Ransom vacuum oiler. 
It shows the oiler installed on motors 
on a large number of properties. 

J. G. White Engineering Corporation, 
New York, N. Y., is distributing a book- 
let, called Steam Power, which is illus- 
trative and descriptive of some of the 
more important steam power plants 
which have been built by this corpo- 
ration. 


W. S. Goodwin Company, Inc., Balti- 
more, Md., describes in its bulletin N, 
on steel paving guards, a number of 
types of steel paving edges. These are 
designed to preserve the edges of pav- 
ing of different types, special attention 
being given to the edges abutting on 
electric railway track rails. 
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